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WHEN 
ORDERS ARE 
MARKED ‘‘RUSH’’ 


When an order is marked “rush” it 
means that your customer needs the ship- 
ment in the fastest possible time. A good ‘ 
synonym for “rush” is ‘American Mail 
Line.” President Liners travel over the short, 
fast route to and from the Orient, saving 
days and sometimes weeks in transit time. 
An American Mail Line President Liner sails 
from Seattle, nearest U. S. port to the Orient, 
every other Saturday; one arrives in Seattle 
every other Tuesday. 
Service is augmented by a fleet of fast cargo 
liners with regular frequent sailings to ports of 
Japan, China, Hongkong and the Philippines. 


For information, apply desk No. 6 
New York 


21 West Street 
1714 Dime Bank Bldg Detroit r 
110 So. Dearborn St 
Union Trust Bldg. Arcade 


General Freight Office 
740 Stuart Building 


Fast Freight and Passenger Service 


AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 


Chicago 
Cleveland 4 


Seattle 


1! 
A VALUABLE TIP 
from SANTA CLAUS 


“Ship Everything Railway Express” 


That’s sound advice because you avoid congestion and delays 
by using the safe, swift Railway Express Service. Prompt pick- 
up for all shipments; super-swift transportation on passenger 

BOSTON, 


between 
NEw YORK, 


trains and quick delivery at destination! These are the outstand- 
ing characteristics that have made Railway Express famous 


throughout the industry. ¢ Prompt pick-up and delivery in all 
principal cities and towns without extra charge. Take a tip from 
LOS ANGELES HARBOR, 


Santa, whenever you have anything to ship anywhere tele- 
phone Railway Express. 
SAN FRANCISCO, ano ST. JOHNS, N. B. 
AND 


ON THE AIR 
CUBA, JAMAICA, PANAMA, COLOMBIA, COSTA 


NEw ORLEANS, 


TUNE IN on the RAILWAY EXPRESS NEWS PARADE 


Every week from the following stations: 
Atlanta, WGST @ Baltimore, WBAL @ Boston, WEEI 
Chicago, WLS @ Cleveland, WHK @ Dallas, WFAA 
Los Angeles, KNX @ Minneapolis-St. Paul, KSTP 
New Orleans, WDSU @ New York, WOR e Omaha, 
KOIL @ St. Louis, KWK e San Francisco, KYA 

Seattle, KOMO 


Watch for local announcements 


RAILWAY EXPRESS 


AGENCY INC. 


NATION-WIDE RAIL-AIR SERVICE 


Published weekly by Tue Trarric Service Corp., 418 S. Market St., Chicago, IIl. 
second class matter January 4, 1913, at the postoffice at Chicago, IIl., under the Act of March 3, 





RICA, GUATEMALA, HONDURAS, BRITISH 
HONDURAS, NICARAGUA, EL SALVADOR 


also 


WEST COAST PORTS of CENTRAL and SOUTH AMERICA 
and MEXICO (transhipment at CRISTOBAL) 


FREIGHT TRAFFIC DEP’T 
Nat" Foutl Sree End" Saber 8 
Ageney, 69 Old Broad Street 


Also regular weekly passenger service (and “‘Guest Cruises’’) 
to the West Indies and Caribbean. 


Entered as 
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SOR, 
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Toast of Shippers 





@ Wine from Europe or New York’s 
famous vineyards, headed west .. . 
wine from California going east—the 
Erie carries it by carloads because 
the Erie speeds it through. 


Wine in transit earns nobody a profit. 
Erie’s fast time reduces this waste 
period, gets the seller’s money to him 
sooner, and lets the buyer operate on 
smaller inventory because he knows 
of Erie’s speed and dependability. 





These two Erie qualities can be of 
value to you, too, no matter what you 
buy or sell. Every man in the entire 
Erie organization is schooled in what 
amounts almost to a religion—the 
freight must go through on time. 
Let our Erie representative show you 
the many ways this Erie policy can 
save you money. 
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one point wins 


_ the game 


Sales today often fall to the company which can make the 
fastest delivery. Where everything else is equal that is certainly 
the deciding point. 


On shipments going across the country the fast interchange 
between trunk lines by the 


P. & P. U. Ry. 


at Peoria, Illinois 
(The Gateway City) 


makes earlier deliveries possible. Earlier connections are made 
at points beyond and the time gained often amounts to days. 


Peoria has the advantage of being centrally located; fourteen of 
the country's trunk lines meet there for interchange; and the 
P. & P. U. Ry. is organized and equipped to move freight from 
road to road and on its way in the shortest possible time. There 
is every reason for routing freight via P. & P. U. and Peoria. IF 
you want further information it will be gladly given. 


The yards shown in the photograph are the 
EAST PEORIA Yards of the P. & P. U. Ry. 
Switching Service Between: 

LCek.@. 

I. T. R. R. System 
Inland Waterways 
M. & St. L. R. R. 

N. ¥. C. & St. LL RR. 
Pennsylvania R. R. 
Peoria Terminal R. R. 
T. P. & W.R.R. 


PEORIA AND PEKIN UNION RAILWAY 


E. F. Stock, Traffic Manager, Union Station, Peoria, Ill. 
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VOLUME LVI 


Our Platform 


Private ownership and operation of all transport. 
Take the government out of the ocean and inland water- 
way transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Proper payment by inland waterway transport for 
the use of the waterways as a place of doing business. 

Equalization of regulation of the various agencies 
of transport and jurisdiction over all of them by the 
same body or coordinated bodies. 

An Interstate Commerce Commission composed of 
men, not only of good character and general ability, but 
with some special training in and knowledge of the mat- 
ters with which they have to deal. 

Non-discriminatory and reasonable rates for ship- 
pers, but a rate level high enough to give the transport 
agencies the adequate revenue prescribed by sound public 
policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 








EVIDENCES OF AWAKENING 


Ii have had a good deal to say about railroad man- 

agement’s lack of disposition to fight and its ap- 
parent failure to appreciate the fact that it must do some 
things itself to bring about the salvation of the carriers 
from government ownership. We wish to call attention to 
two encouraging indications. One is the statement this 
week of John J. Pelley, president of the Association of 
American Railroads and former president of the New 
Haven, criticising the action of the Interstate Commerce 
Commission in instituting another investigation of that 
road. It is, we hope, a sign of railroad determination to 
fight unsound measures and policies even when to do so 
may seem to make possible enemies in high quarters. The 
other is the Kansas City address last week by Ralph 
Budd, president of the Burlington, in which he proposed 
a plan of railroad consolidation and condemned wasteful- 
ness and employment by the railroads of labor or capital 
not needed. This, we hope, is the beginning of an awaken- 
ing on the part of the railroads to what they must do 
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themselves to avert the threat of government ownership. 
We are not necessarily expressing agreement with either 
of the gentlemen named in the substance of what they 
said, but merely giving thanks that railroad presidents 
may be becoming both understanding and vocal as to the 
big transportation problem of the time. 


LEAGUE AND GOVERNMENT CONTROL 


HE National Industrial Traffic League, which is the 

national organization of traffic representatives of in- 
dustry and commercial associations, has voted to set up 
its own machinery to fight government ownership of 
transportation facilities. There may be some question as 
to the wisdom or necessity of this move, for the reason 
that, perhaps, the end desired might better be attained by 
affiliation with some organization already in operation 
for combatting public ownership of the railroads and 
other forms of transport, but that, of course, is the 
League’s own business. In any case, it is a valuable ad- 
dition to the forces enrolled against a policy that is more 
or less likely to be put into force and that would work 
havoc in the business of the shipping public. 

There are two respects, however, in which the League 
will have to watch its step if it hopes to have any import- 
ant influence in checking the tendency toward govern- 
ment ownership. One is in connection with its policies 
concerning national transportation questions. It will 
have to bring its attitude in these matters into consis- 
tency with a sound program. Only comparatively re- 
cently—and even then by a close vote—has the League 
advocated equality in regulation as between the rails and 
the motor carriers. It still persists in treating regula- 
tion of water carriers as a sectional question and takes 
no action looking toward equalization here. It is axio- 
matic that, if the railroads are to escape conditions that 
may more or less force the government to take them over, 
they must have fair treatment from the government. Cer- 
tainly, no one may be heard to oppose government owner- 
ship who does not stand for fair treatment of the rail- 
roads as necessary to enable them to continue to operate 
under private ownership. 

In the second place, the League, as an organization, 
and its members, as individuals, must take a cooperative 
attitude toward proposed reforms and economies in rail- 
road operation, even if such reforms and economies mean 
some apparent curtailment of shippers’ privileges or some 
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slight increase in the charges they pay; indeed, they must 
even advocate these reforms and economies themselves, 
where they are fair and advisable. Many shippers realize 
this—at least in words—but there are many who insist on 
their pound of flesh. Here, again, one cannot be heard 
to oppose government ownership of the railroads while 
insisting on practices and charges that make such a pol- 
icy seem to many the logical solution. If the railroads 
and the shippers are to be saved from government owner- 
ship they must unite in a reasonable and fair program. 
One may not eat his cake and have it also. 


THE WAY OF GOVERNMENT OWNERSHIP 
[* the calendar year 1934, when the Inland Water- 

ways Corporation, the government barge line agency, 
was accumulating a deficit of nearly a million dollars, 
no “press releases” that we know of were issued telling 
of the sad state of affairs of this government-owned and 
operated enterprise. In fact, copies of the annual report 
of the corporation for 1934, which revealed this large 
deficit, were not made available until August 26, this 
year, though the report bore the date of May 29. In 
previous years the report usually was made public in 
April. 

Now, however, the financial situation in which the 
corporation finds itself is, in its opinion, something to 
“erow about,” and out comes a “press release” carrying 
the “good news.” This statement says that, in the first 
nine months of 1935, the corporation had a “net in- 
come” of $454,541.15, and that excess of income over 
expenses amounted to $904,554.98, including deprecia- 
tion of $450,013.83, charged in operation under main- 
tenance. As might have been expected, the statement 
says nothing about the capital of many millions of dol- 
lars that the government has poured into this enterprise 
and does not compute what the financial condition of 
the corporation would be if it set up an interest charge 
on the investment and took that into consideration in 
its claim of “net income.” That would not be an unusual 
thing to do—the Panama Canal, also under the jurisdic- 
tion of the Secretary of War, does it each year. 

We often wonder, if the government owned and op- 
erated the railroads, what kind of statements would be 
issued as to the results of operation. 


RAILROAD “PUBLIC RELATIONS” 

ECENTLY in this column we ventured to criticize 
the way in which the railroads conduct their “pub- 

lic relations,” or publicity work. In some quarters, due 
to careless reading, what we said has been misinter- 
preted. We, as we tried to make clear, were not talk- 
ing about the publicity or “public relations” men em- 
ployed by individual railroads for the purpose of look- 
ing after individual advertising and the exploitation of 
individual enterprise, such as passenger excursions, new 
train schedules, special equipment, advantages in 
freight service, and the like. We were talking about 
the railroads as an institution and the way in which 
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their “public relations” institutionally, by organiza. 
tions in Washington, nationally, in New York, for the 
east, and in Chicago, for the west, are managed. Nop 
were we necessarily criticizing the men in charge of 
these bureaus, for we do not know by what rules they 
are bound nor what their instructions are. We were 
however, criticizing the way in which the work is con. 
ducted, be the fault whose it may, and we have very 
definite ideas as to how it should be done. It has beep 
suggested that we be more specific—some of those sug. 
gestions, we may say, being more or less sarcastic, but 
some of them also being sincere—and we have no ob- 
jection to doing it; our advice is offered gratis, for what 
it may be worth, but we are not too modest to admit 
that we know something about the subject, both in 
general and as to specific application. 

In the first place, these various bureaus ought to be 
consolidated or coordinated under one management for 
the obvious reasons that, to whatever extent they func 
tion, this method would be cheaper, and that it would 
be more effective. If the railroads have not a man in 
their ranks who could properly fill such a place and who 
would take it, they ought to go outside for him. He 
should be not only intelligent in transportation matters, 
but even more so as to methods and policies of publicity; 
he could get transportation facts from his employers, but 
they ought to look to him for advice and counsel as to 
what ought to be done with the facts instead of telling 
him what he ought to do. He should have a dignified 
rank, sit in the railroad councils, and be treated as a valu- 
able specialist in a work that must be done, and done 
properly. 

What such a department could accomplish would, of 
course, depend on the ammunition at its disposal. To 
the extent that the railroads did things worth while and 
capable of exploitation, it would show results. If, for 
instance, the railroads were reducing. wages, such a 
department could be invaluable in telling the public 
what was being done and why. If the railroads did little, 
still it would get the most out of the situation by pre 
senting that little for all it was worth. The ammunition 
weuld, of course, include money. The department could 
do little in such an enterprise, for instance, as attempt- 
ing to induce passenger traftic from automobile-minded 
persons, unless it had a considerable fund at its disposal. 

This money would be spent, not only for clerks and 
stenographers and persons who did more or less research 
or public speaking, but for intelligent advertising and 
accompanyirg publicity. The advertising would be done 
in newspapers and magazines of large circulation where 
it was the desire to reach the general public. It would 
be done in the right kind of periodicals and newspapers 
where it was desired to reach special classes, as, for in- 
stance, farmers through the means of farm journals. 

An advertising plan of this sort would produce con- 
siderable free publicity also, for it is true that, where 
money is being spent for advertising, those passing 02 
“publicity” are more easily induced to give space. By 

(Continued on page 886) 
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Current Topics in 
Washington 





A policeman who happened to be 
riding on a railroad train on his day off 
arrested a man because he was throw- 
ing his money out of the window. 

“I know of no law to punish a man 
for throwing away money,” said the 
judge, turning to the prosecuting policeman. 

“But, your honor,” said the policeman, “I have accused him 
of impersonating a federal officer, a punishable offense.” 


They Chuckle and 
Groan Over This 
in Washington 





The Fords, father and son, stood the gov- 


Will Ford ernment on its head, so to speak, by refusing 

to sign anything for the sake of getting the 
Bow the Knee right to show the NRA blue eagle. Now the 
This Time? question has arisen whether the government 


will be any more successful in getting them 
to bend their knees because of the Congressional mandate that 
the government may not contract to buy anything from anybody 
who fails to buy the soft coal he uses from a “code” mine— 
that is, one that has signed a code subjecting the signer to 
government control, among other things, in the matter of wages 
and working conditions. 

All coal produced from bituminous mines under that mandate 
is taxed 15 per cent ad valorem at the pit mouth. Those opera- 
tors who sign the code have 90 per cent of the tax returned to 
them. The Guffey law says the government shall award no 
contract to any one not using code coal. The National Bitumi- 
nous Coal Commission, by implication or intimation in some of 
its statements, says that means railroads hauling the mails and 
telephone companies, among the rest. 

The government buys thousands of trucks and automobiles 
every year—the latter to haul around officials, some of whom 
probably never had private employment enabling them to have 
automobiles. Ford dealers bid for the furnishing of motor 
vehicles. For a time, while the blue eagle was roosting high 
and scorning all who refused to wear its insignia, the govern- 
ment threw out bids to furnish Ford motor vehicles. In the 
end, however, the government had to yield. Ford dealers who 
had signed the codes or other papers submitted by Johnson, 
roared about their exclusion from government business and they 
seemed to be in a position to make political trouble. 

The same sort of situation, seemingly, is in the making over 
the Guffey law codes—hence, the curiosity about whether the 
Fords have learned to bend the knee any more readily than 
when the NRA was strong. 

Another stiff-necked organization is the American Telephone 
and Telegraph Company, for the investigation of the affairs of 
which Paul Walker, now a Federal Communications Commis- 
sion member, has $750,000 given him by Congress. That body, 
seemingly, is suspicious about one of the companies that has 
been able to weather the economic storm without reducing its 
dividend, though its earnings have gone down in the depression 
period. It never became enthusiastic about codes for the com- 
munications industry in the NRA period. 

Now, according to the intimation of the National Bifumi- 
nous Coal Commission, if one of the telephone companies owned 
by the A. T. & T. wants to make a contract with the government 
for furnishing telephone service, the government purchasing 
agent, before he signs the contract, must hot foot it to the coal 
commission to find out whether the telephone company is using 
the proper code coal. If it does not, and refuses to bend the 
knee, it can give no service. No telephone service in a gov- 
ernment office would put the United States down among the 
small users of telephone service, such, for instance, as Ethiopia 
or Liberia, 

- do ee: _— an office might have to depend 
nt Se eee 3 —s arley is furnishing! Just how good 
Sihveetine Ben ody having to depend on it can testify. 
“or s in ashington for magazines when they have com- 
plained recently about non-delivery on the due date of their 


Ss have been blandly told by their letter carriers that they, 

v4 Carriers, had too much to carry on the trip on which they 

Pty have delivered the missing magazines, to bring them 
1g. 

_Now that the law forbids the government to contract to buy 

anything from one not using code coal, subscribers may find 
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themselves lucky if they get their mail within the week in 
which it is due, because some part of Farley’s organization has 
been held up for lack of a necessary article produced only by 
the users of non-code coal. 

A pertinent observation with respect to arrangements be- 
tween the government and common carriers such as the railroads 
and the telephone companies, might be, that they are not con- 
tracts such as are made for the furnishing, for instance, of lead 
pencils or fly swatters, though they are frequently referred to as 
contracts, without qualification of any sort. 





Men there are whose inclination is 
to regard the Commission’s investiga- 
tion of the New Haven as a gesture by 
the Commission to prevent criticism on 
Capitol Hill. The Senate committee on 
interstate commerce is going to investi- 
gate some railroads, Coordinator Eastman did not put the New 
Haven in the list of railroads he submitted to the committee as 
worthy of investigation. 

True, he named eighteen carriers, but he did not make it 
up from the list of carriers in bankruptcy or in reorganization 
proceedings. But there has been a thought that, by reason of 
the prominence given to the application of the New Haven for 
permission to reorganize, the Senate committee, on its own 
motion, would include the New Haven in its list of things to 
be inquired about. The Commission having announced, long 
before the committee could take up its investigation, that it 
would inquire about New Haven affairs, there is an impression 
that the Commission was not unwilling to have the Senate 
committee believe that it was fully alive to the public interest 
in the matter and to cover the situation in first class manner. 
Bluntly put, the idea is that the Commission, in ordering the 
inquiry, was not blind to the political phase of the subject. 

A fear among those who do not think much of the Commis- 
sion’s order instituting an inquiry is that public clamor will 
force that body to institute a proceeding in respect to every 
other carrier undergoing reorganization. They fear that, not- 
withstanding the fact that, inasmuch as the Commission must 
approve any plan of reorganization before it can be made effec- 
tive, it must know every material fact about the troubles of each 
reorganizing railroad. The Commission, having the same duty 
toward a New Haven plan of reorganization, will be put into 
possession of the facts respecting that carrier even if it doesn’t 
turn its hand over in the investigation into New Haven affairs 
ordered by it. The fact that the Commission will be put in pos- 
session of New Haven facts in the discharge of its duty in 
examining and passing on the reorganization plan is one reason 
for criticism of the Commission for having instituted ‘the 


inquiry. 


New Haven Inves- 
tigation May be 
a Defensive Gesture 





Addressing fellow Democrats and 
others at the dedication of the post office 
building at Pineville, Ky., Postmaster 
General James Farley, in part, said: 


Why, James, What 
Great Truths 


You Utter! 

The President and his entire adminis- 
tration believe in the importance of every individual and the im- 
portance of every town, Our government is one of equality and jus- 
tice regardless of race, creed, or condition. . . Not the rich alone, 
not the poor alone, not the farmer or the industrialist alone, not any 
special group or class, but all the people without discrimination of 
any kind, wherever they live, constitute the primary concern of your 
government and your President. 


Only a narrow-chested dyspeptic, it might be suggested, 
would think that what “call me Jim” was saying was political 
blah. 





Twenty-five years ago, more or less, a 
gentleman named Taft, President of the 
United States, made a trade agreement with 
Canada, Thereby, many believe, he burned 
his political fingers. Of course, that alone, 
no politically wise person will maintain, 
caused his undoing. But, many believe, his fiddling with what 
they then called “reciprocity,” or the “Iowa idea,” next to a 
trouble called Theodore Roosevelt, was what made of him a one 
term President. 

With fanfares of trumpets and ruffling of drums President 
Roosevelt has achieved another pact with Canada. Taft had, 
memory says, to get the Senate, and possibly the House, too, to 
help him with his finger-burning. Not so with Franklin D. 
Roosevelt. Congress, with doubtful constitutionality, sane think, 
has authorized him to make a treaty without consulting the 
Senate. So the pact goes into effect, by executive decree, when 
the clock says it is January 1, 1936. 

Already there are reports of aches and pains produced by 
the reciprocity agreement as well as whoops of joy. Obviously, 


Taft Also Made 
a Trade Pact 
With Canada 
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President Roosevelt has assessed the situation and his assess- 
ment has told him the whoops of joy will drown out the groans. 
The latter are coming from those having aches because larger 
quantities of Canadian goods, including four-year-old aged in 
wood stuff, are to come into the country than heretofore, thereby 
displacing, the possessors of aches declare, goods and commodi- 
ties produced in the United States, to the hurt of citizens of the 
United States. It would not be safe to assume that President 
Taft came to a like conclusion. He was no politician—not even 
a good imitation of one. On the contrary, President Roosevelt 
is recognized as one of the best politicians ever in public life 
—hence, the conclusion that he thinks the move is a good one. 

Agricultural Secretary Wallace, who receives little or no 
credit from any one as a crafty man of politics, has made his 
department express the opinion that the new agreement will 
benefit “the whole of agriculture.” Therefore, by implication, 
it will benefit, politically, the man who, seemingly, thinks the 
burning of Taft’s political fingers is not a warning to him to 
stop, look, and listen. 





“Domestic Commerce,” issued 
by the Bureau of Foreign and 
Domestic Commerce of the Depart- 
ment of Commerce, in its issue of 
November 20, gives publicity to 
data about taxes paid by manufac- 
turers of grocery products, gathered, according to the govern- 
ment publication, by “Food Field Reporter.” Publication of 
such data by a governmental agency surprises those who have 
been accustomed to seeing things of that sort only in articles 
criticizing the high cost of government, put out by periodicals 
demanding relief from tax burdens. 

The publication shows that manufacturers of grocery 
products pay 37 federal taxes, 51 state taxes, and 25 local taxes. 
While each of the three agencies levies a tax on the same 
activity or commodity, thus far only the federal government is 
shown as laying processing taxes.—A. E, H. 


Government Department 
Advertises Multi- 
plicity of Taxes 


RAILROAD “PUBLIC RELATIONS” 
(Continued from page 884) 

some, this is ignorantly called “commercializing the news 
columns.” It is, of course, nothing of the sort. It is 
perfectly natural and proper for an editor to give small 
attention to “free publicity” items where no money is 
being spent to advance a cause or promote a service or 
commodity and the effort is to get something for noth- 
ing, but to be willing to do something in return for 
patronage by permitting a reasonable free use of his 
columns. This, of course, does not mean that he is sell- 
ing his approval or his opinions—merely that he is per- 
mitting the other fellow to present what he has to say 
to the extent that editorial propriety makes it possible. 
But, whatever one may call it or whatever one may think 
of it, it is a fact that most persons who have had little 
experience with that sort of thing do not recognize—and 
facts have to be recognized if results are to be obtained. 
For instance, if the railroads were carrying on an adver- 
tising campaign in the Saturday Evening Post planned 
for the purpose of selling passenger transportation in 
competition with the air planes, the busses, and the 
private automobile, would or would not the editor be 
more willing than he would otherwise be to permit some- 
one able to write intelligently and interestingly to pre- 
sent in an “article” the thing the railroads were en- 
deavoring to accomplish? 

As we have said, the results to be expected from 
such a department would depend on the railroad record 
of accomplishment, but we are of the firm opinion that 
even the things they could say now could be better pre- 
sented than they are. Other interests have powerful and 
intelligent propaganda, but the railroads wait for some- 
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one to make a speech which few hear and nobody rea 
“Spot” news, intelligently served, is what is needed jy 
this respect. The railroads are falling down on thy 
job, as on many others, because they have “always doy 
it this way.” 


AITCHISON AND PORTER TERMS 


The Trafic World Washington Bure 


Those interested in the question of reappointment for Cop. 
missioners Aitchison and Porter are finding it as hard to gy 
an inkling as to President Roosevelt’s views concerning th 
two commissioners as those who were interested in the appoint. 
ment of a successor for the then Commissioner Farrell, nov 
Assistant Chief Counsel Farrell. The terms of Messrs. Aitchj. 
son and Porter expire December 31. Unlike Commissione 
Farrell and other commissioners, however, Messrs. Aitchisop 
and Porter will continue in office until their successors ar 
appointed and qualify. That holding over of commissioner 
until their successors are appointed and they qualify is due t 
a change made in the law at the last session of Congress. 

Commissioner Aitchison is an Oregon Republican who was 
selected by President Wilson, October 5, 1917. Commissione 
Porter is an Iowa Democrat, appointed by President Coolidge, 
January 28, 1928. 

Letters asking their reappointment have been going to the 
White House for months past. The White House acknowledge 
their receipt. But that igs all it has done. Efforts by those in fmm 5° 
terested to obtain an idea as to the views of President Roosevelt co 
have been futile. ye 

From a politics point of view Aitchison and Porter ar mm 
regular partisans. Under the law the President may not appoint an 
more than six men from one party. But there is no statutory Al 
rule compelling him to appoint a Republican or a Democrat to Me ™ 
the places now held by Commissioners Aitchison and Porter, Mm 2” 
He could appoint two independents to join Commissioner East. co 


man who has not classed himself with either of the older par. th 
ties. Up to this time Commissioner Eastman is the only men: 1, 
ber of the regulatory body who asserts that his views are sof °° 
unlike those of either a Democrat or a Republican that he can- 8h 
not regard himself as spiritually allied with either party. th 

Commissioner Aitchison has had the support of Senator a 
McNary, of Oregon, the Republican leader. At the time of 


Aitchison’s first appointment it was regarded as a recognition 
by President Wilson of McNary’s services in the Senate as well 
as a recognition of the work Aitchison had done in regulation by NV 
state authorities. 

Commissioner Porter, a Democrat from a usually Republican 
state, was notable as a figure in the Wilson administration in 
the prosecution of I. W. W. workers and others whose loyalty 
to the United States in the world war period was under sus 
picion, he, at the time, being in the Department of Justice. In 
his tenure of office Commissioner Porter has been a hard worker 9 
on cases assigned to his office. His name ‘has been shown in 
the reports on many large cases either as the writer of the 
report or the writer of a separate concurring or dissenting 
view. 

Commissioner Aitchison, likewise, is known as a_ hard 
worker on reports as well as attending to much of the work 
of division 2 in the handling of suspension, fourth section and 
tariff matters. In addition he has annotated the interstate 
commerce acts, his annotations being published by the Gov- 
ernment Printing Office, by direction of a Congressional] resoll- 
tion. 
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R. C. C. PAYMENT 


The Railroad Credit Corporation has announced that it will 
make a liquidating distribution on November 30 of $2,207,655 
or three per cent to participating carriers. Of this amount, 
$1,161,334 will be paid in cash and $1,046,321 credited on obli- 
gations due to the Corporation. This will be the twenty-second 
distribution that has been made to participating carriers since 
liquidation began on June 1, 1933, and will bring the aggregate 
returns to 39 per cent of the fund developed through the pool 
ing of the emergency charges allowed under Ex Parte 103. The 
total of $28,699,513 distributed will then have been divided 
$13,206,546 cash and $15,492,967 credits. 


TRANSPORTATION PROBLEMS 


The complete text of the report of the National Resources 
Committee, including the part dealing with transportation, which 
was reported in The Traffic World of November 2, p. 765, has 
been issued by the committee. It is entitled “State Planniné. 
Copies may be obtained from the Superintendent of Documents, 
Washington, D. C., for 75 cents each. 


» No. 1 vember 23, 1935 
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KANSAS CITY TERMINALS CASE 


SSERTING that the complaint had not stated the cause of 
‘or Con. & action cognizable by it, the Commission, in a report written 
1 to gufmmby Commissioner McManamy, has dismissed No. 26876, Kansas 
‘ing the ity Southern Railway Co. vs. Kansas City Terminal Railway 
ADpoint. 0. et al. Specifically it said that the complaint and cross-com- 
211, now plaints seeking a finding that payment of interest and taxes of 
Aitchi.fmmthe Kansas City Terminal Railway Co. by carriers using its 
issione terminal facilities at Kansas City, Mo.-Kan., on the basis of 
itchiso, aE Proportion of their ownership of the terminal company, consti- 
ors anfgmgtuted undue prejudice to and an undue burden on their inter- 
ssione; Ma state commerce, and seeking the removal thereof by order re- 
due ty) fmm quiring that payment be made actually or approximately on the 
38. basis of percentage of use, had been found on pleas to the 
jurisdiction and in bar and motions to dismiss, not to state a 


IS 


ton Bure 





neal cause of action cognizable by the Commission. 

Dolidge After outlining the complaints, the cross-complaints, the 
‘'H® pleas to jurisdiction and motions to dismiss, the Commission 

to the said it would be seen that the practical effects sought by the 

vledges complainants (interveners on the side of the Kansas City 


Southern being listed as complainants) was the reformation of a 


oSe jp. 
veal contract voluntarily entered into, which had approximately 175 


a years yet to run, which contract two of the complaining lines, 
sr arefmg because of their receivership, had the right to reject without 
point mE any action by it. The cross complainants are the Wabash, 
‘tutory ag Alton and Chicago Great Western. The terminal company filed 
rat t) [motions to dismiss and pleas to the Commission’s jurisdiction 
Porter and in bar and answers to the original and each of the cross 
- East ae complaints. In these it was asserted that neither the sections of 
Tr Dar: the act cited by complainant and cross complainants (sections 
mem: 1, 3, 5, 12, 18, 15a, and 20), nor any provisions of the interstate 
tre so Me commerce act nor any other act of Congress gave the Commis- 
e can- sion power to grant the relief sought; that any order made by 
the Commission granting the prayer would deprive the terminal 
snator ME COMpany of its property without due process; and that the 
ne of Commission had already adjudicated the issues in respect to 
nition the operating agreement and that its decision effectively barred 
5 well complainants from relitigating the issues. The case in which 
on by the Commission was alleged to have disposed of the issues was 
Missouri-Kansas-Texas vs. Kansas City Terminal, 104 I. C. C. 203. 
slican The Commission in this case said that in that case it had 
on fa squarely before it the question of whether it had the power 
valty to reform the contract in question. In that case, it said, it had 
” sus carefully considered and discussed every contention made by 
~~ the small users who were complainants and cross-complainants 
orker in this case, and said that it could not find in sections 3 (1), 
ma fe 3 (3), 3 (4), or 15a authority for such jurisdiction and dis- 
the missed the petitions of the small users. 
nting In this case the small users made reference to the policy 
of Congress as shown in the emergency railroad transportation 
hard act, 1933, creating the office of federal coordinator of transpor- 
work tation, “to foster and protect interstate commerce in relation 


and to railroad transportation by preventing and relieving obstruc- 
tions and burdens thereon resulting from the present acute 


state 
Gov- economic emergency, and in order to safeguard and maintain an 
solu- adequate national system of transportation.” The complainants 


suggested that if they were required to pay eight and one-third 
per cent of the interest and taxes imposed by the operating 
agreement their ability to perform their duties as common cCar- 

i riers was in danger. 
= “While the act does disclose a policy of Congress of the 
1655 nature alleged by the complainants, and when this Commission 


= acts in response to some duty imposed or authority created by 
, i the act,” said Commissioner McManamy, “it must act in such 
on Manner as to give effect to the legislative purpose, we must 
= reject complainants’ contention that we can assume jurisdiction 
“7 and act to carry out that policy independently of some duty 


The Imposed or authority created by the act. We are invested with 
ded no roving commission to carry out the policy of Congress; our 

bowers are those delegated to us by the various sections of 
the interstate commerce act and other acts which define the 
standards of right and obligation and delegate to us the func- 
tion of finding the facts, determining the issues, and making 


ces the regulations necessary to give effect to those standards.” 
ich iin iRia decane i 

nas 

2" FUSION WELDED TANK CARS 

its, The Commission, by division 3, in No. 3666, the proceeding 


in which it prescribes regulations for the transportation of ex- 
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Decisions of Interstate Commerce Commission 





Plosives and other dangerous articles and the construction of 
containers, has approved the fabrication and use by the Gras- 
selli Chemical Co., of ten tank cars by the fusion-welding 
process. They are to be used for transporting muriatic acid. 
The transportation is to be an experimental service. They are 
to be fabricated by the fusion-welding process in accordance 
with a specification for such fabrication set forth in a report on 
an application by the chemical company. 

Petitions of the American Railway Association, predecessor 
of the Association of American Railroads, E. I. du Pont de Ne- 
mours & Co. and the Union Tank Car Co., for permission to 
fabricate fusion-welded tank cars for the transportation of other 
dangerous articles were denied in the same report. 

Approval of the petition of the chemical company to use 
the fusion-welding process in fabricating tank cars for the trans- 
portation of muriatic acid was given, as set forth in the report, 
“for the reasons that muriatic acid will subject these tanks to 
low internal pressure; difficulties due to moisture remaining 
in tanks after hydrostatic test pressures, and the difficulties 
experienced in applying rubber lining over rivet heads and the 
edges of lap seams in tanks constructed with riveted and caulked 
seams will not be present in the smooth interior of tanks fab- 
ricated by the fusion-welding process.” 

In addition to the requirement that the tanks be in accord- 
ance with the specification mentioned, described as “experi- 
mental shipping container specification 1032-W, the approval 
requires that the owners or operators of these tanks shall make 
semi-annual inspection of them and report their condition as 
obtained by inspection to the same parties mentioned in one 
of the paragraphs of the specification, namely the Bureau of 
Explosives and secretary of the mechanical division of the Asso- 
ciation of American Railroads. 


The Commission said it denied the petition of the Union 
Tank Car Co. for the reason that the commodities to be trans- 
ported in those proposed tank cars might, under certain condi- 
tions, result in subjecting the tanks to relatively high internal 
vapor pressures, that they were gases under ordinary condi- 
tions, had low ash points and were highly inflammable and ex- 
plosive, loss of similar lading having resulted in serious cas- 
ualties and property damage. 

The petition of E. I. du Pont de Nemours & Co., the Com- 
mission said, was denied because the weldability of the nitric- 
acid-resistant metal proposed to be used in the construction of 
tanks under this petition appeared to be a question concerning 
which there was controversy, and because of the highly corro- 
= nature of the lading, which, as before indicated, was nitric 
acid. 


In disposing of these petitions the Commission dealt with 
the question whether fusion welding of tanks was in accordance 
with the best practice in the making of tanks. The question 
pended before the Commission for more than three years. The 
American Railway Association filed its petition, which was a re- 
quest that the Commission approve the request of the Union 
Tank Car Co. for permission to construct, for experimental 
service in the transportation of butane and propane, ten tank 
cars by fusion welding instead of by the forged lap welded 
process or rolled construction, in May, 1932. In November that 
organization, by its tank car committee, asked approval of the 
du Pont application, for the construction of one electric arc 
fusion-welded tank car for the transportation of nitric acid. 
The tank car committee also asked for the approval of the Gras- 
selli petition for fusion-welded cars. 

Having informally declined to grant the petitions, the Com- 
mission granted formal hearings on the applications of the 
A. R. A. and the Union Tank Car Co. 

Before the hearing the tank car committee asked the Com- 
mission to issue additional specifications for tank cars for per- 
manent use permitting the use of fusion welding, without limi- 
tation to electric or any other sort of welding. 

In its conclusions the Commission said it was apparent 
that the art of fabricating safe containers of various metals and 
for all purposes by the use of the fusion-welding process had 
not reached a degree of reliability or standardization which 
would justify its general use. It added that in view of the 
serious consequences that might result from the failure of tank- 
car tanks transporting dangerous articles, approval of broad 
extensions of the use of the fusion-welding process in fields or 
uses where the equipment was subjected to shock stresses that 
were indeterminate but known to be great, and where experience 
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with this type of construction under these conditions had been 
meager, if not wholly lacking, was not in conformance with the 
purpose of the safety law. Therefore it denied the petition of 
the railroad organization and granted the petition of the chem- 
ical company, which was one of three petitions for the construc- 
tion of tank cars for experimental use. 


DYNAMITE BY TRAILER TRUCK . 


With Commissioner Aitchison raising the question as to 
the legality of the Commission’s handling of regulations for 
the transportation of explosives and other dangerous articles, 
the Commission, in No. 3666, the case in which it prescribes 
regulations for the transportation of explosives and other dan- 
gerous articles, has denied the petition of the Apache Powder 
Co. for a modification of its regulations so as to permit the 
transportation of dynamite by motor trucks with trailers, by 
common carriers engaged in interstate commerce. 

The position taken by the powder company was supported, 
said the report of the Commission, written by Commissioner 
McManamy, by the American Trucking Associations, Inc., rep- 
resenting, as the report said, the organized trucking industry; 
also by the Trailer Manufacturers’ Association. 

Specifically, the powder company asked for the doing away 
with paragraph T-69 of the regulations, approved to be effective 
March 1, 1935, which says, “no explosive may be transported 
in any form of trailer, nor shall any trailer be attached to any 
motor truck or other vehicle transporting any explosive.” The 
powder company distributes its dynamite, about 18,000,000 
pounds a year, in Arizona, western New Mexico and California, 
much of the business in recent years being done in California. 
The company’s product sent by truck in common carrier serv- 
ice is carried by the Copper State Trucking Co. About 37.7 
per cent, the report said, was shipped by common or contract 
trucks. 

At the hearing, said the report, representatives of other 
explosives manufacturers, affirmatively supported the regula- 
tion. The report said there had been no opposition other than 
that coming from the petitioner and the supporting interveners, 
the trucking association and the manufacturers mentioned. 


The petitioner contended, said the report, that other manu- 
facturers were in favor of the prohibitory regulation because of 
a voluntary reduction in the carload minimum weight on the 
commodities involved from points in California and other west- 
ern states, without a corresponding reduction in the minimum 
weight having been made available to the petitioner. 


“If any undue prejudice arises from this situation,’ said 
Commissioner McManamy, “petitioner has an adequate remedy.” 

The petitioner, in asking for the removal of the prohibition, 
contended, said the report, that the regulation was unnecessary 
and unreasonable. It said that the transportation of its product 
was surrounded with elaborate precautions, trucks carrying 
dynamite being detoured around towns of considerable size. 


The report said that it might be that conditions in certain 
parts of the country were such that the use of trucks with 
trailers in the transportation of explosives would not be in- 
compatible with reasonable safety. It seemed obvious, however, 
said the report, that this means of transportation would greatly 
increase the hazard of transportation in any fairly populous 
section or on any main highway. It was pointed out that the 
regulation applied over the whole country. Unquestionably, 
said Commissioner McManamy, the facts adduced in this pro- 
ceeding would not justify a blanket repeal of paragraph T-69. 
Neither was the record sufficient, he added, to enable the Com- 
mission to delimit zones where such transportation might rea- 
sonably be permitted. 


Pointing out that the regulations had been prescribed by 
the Commission without findings as to safety, Commissioner 
Aitchison said that without the quasi-jurisdictional basic or 
essential findings that the regulations were in accord with the 
best known practicable means for accomplishing the results 
sought by Congress in enacting the safety statute, the regula- 
tions were void. In support of that he cited United States vs. 
Baltimore & Ohio, 293 U. S. 454; Florida vs. United States, 282 
U. S. 194, and Panama Refining Co. vs. Ryan, 293 U. S. 388. 

“This defect,” says the dissent, “extends to the whole com- 
prehensive code of regulations adopted by the division (divi- 
sion 6) and not merely as to the limited issue immediately pre- 
sented, as to which a tardy attempt is made in the report now 
adopted to secure immunity from successful judicial review by 
a general finding confined to the particular regulation before us.” 

Commissioner Aitchison said that nowhere in section 233 
of the safety act was there any express delegation to the Com- 
mission of power to determine what types of vehicle should not 
be employed. 

Commenting on the statement of his colleagues that the 
record was not sufficient to enable it to delimit zones, Commis- 
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sioner Aitchison said that that was not an answer to the pg 

















0 
tion. He said the duty was on the Commission to see that ¢ wl 
record was sufficient. 

FOURTH SECTION SUGAR RATES cl 

In a further hearing on fourth section application No. 14%, ce 
sugar from California to Chicago, and applications grouped yi pi 
it, the Commission has granted relief enabling the carriers in 
establish lower rates on cane and beet sugar and still furitg in 
to reduce the lowered rates thereby authorized in the event ¢ SI 
reductions by water lines. ve 
It has also authorized fourth section relief on rates fro 0! 
intermountain points of origin. be 
c 


In fourth section order No. 
from San Francisco and other California ports of 60 cen; 
minimum 80,000 pounds, and 65 cents, minimum 60,000 pounk 
to Chicago, and rates of 58 cents, minimum 80,000 pounds, and 
cents, minimum 60,000 pounds, to St. Louis and other points j 
the destination territory covered by the applications to which 
Federal Barge Line rate of 25.5 cents from New Orleans applix 


It has also authorized from San Francisco and other (aj 
fornia points minimum rates in connection with a minimy 
weight of 80,000 pounds as follows, and minimum rates 5 cent 
higher in connection with a minimum of 60,000 pounds to th 
remainder of the destination territory; to Milwaukee and ay 
other points on Lake Michigan, rates 34.5 cents higher than th 
lowest Federal Barge Line rail rate from New Orleans to suc 
destinations; to points on the Mississippi River and its trib 
taries reached by the Federal Barge Line, rates 32.5 cents higher 
than those of the barge line from New Orleans; to _ interig 
points, rates 32.5 cents higher than the lowest Federal Barg 
Line-rail rate from New Orleans to each destination; from inlani 
sugar producing points in California, rates no lower than the 
combination of the lowest rail carload rates to a California por 
from which rates are authorized herein, plus the transcontinen 
tal rates authorized herein; and to maintain higher rates t 
intermediate points east of the Utah-Nevada state line and east 
of and including Williams and Phoenix, Ariz. 


The Commission also provided that, if the all-water rate 
over standard lines should be reduced below its present amount 
of 51.5 cents (composed of the standard ocean lines rate of 
26 cents to New Orleans and the standard barge lines rate of 
25.5 cents beyond), an equal reduction in the case rates herein 
authorized from California ports to Chicago and St. Louis, with 
corresponding reductions in cents a hundred pounds in the 
related rates herein authorized, may be made, but no such base 
rate shall be reduced below 50 cents in connection with the 
80,000 pound minimum and 55 cents in connection with the 
60,000 pound minimum. 

Relief is subject to the 33% per cent circuity limitation. 

Relief also was authorized from group 1 points in Colorado, 
Nebraska and Wyoming by the establishment of rates not less 
than 27 cents, minimum 80,000 pounds, and, 37 cents, minimum 
60,000 pounds, to the destination territory “in Illinois, Wiscon 
sin, Iowa, Missouri and Indiana covered by the applications 
here considered, the rates from other origins covered by the 
application to continue to bear their present difference in cents 
a hundred pounds over or under the group 1 rates. 


12100, it has authorized rats 






































COMMISSION REPORTS 
Crude Clay 


No. 26909, Robinson-Ransbottom Pottery Co. vs. C. M. St. P. 
& P. et al. By division 4. Dismissed. Carload rate, 30 cents 4 
100 pounds, crude clay, Rockland, Mich., to Roseville, O., applied 
on a shipment in January, 1935, not unreasonable. 


Animal Chains 


No. 26784, Keith, Simmons Co., Inc., vs. L. & N. et al. BY 
division 2. Dismissed. Rates charged, $1.67 East York, Pa., and 
$1.07, Cleveland, O., to Nashville, Tenn., animal chains, found 
applicable and not unreasonable. Complainant contended that 
sixth class rates of 78 and 61 cents, respectively, were applicable. 


Prunes 


No. 26716, A. Jacob & Co. et al. vs. N. Y. C. et al. By 
division 2. Charges collected, fresh prunes, carloads, Wilson, 
Lockport, Model City, and Youngstown, N. Y., to Detroit, in Sep 
tember, 1932, not shown to have been or to be unreasonable or 
unduly prejudicial. Rate charged, peaches, carloads, shipped 
October 6, 1932, Model City to Detroit unreasonable to the 
extent it exceeded 49 cents. Reparation of $66.30 awarded. 
Commissioner Aitchison, dissenting in part, expressed the opin- 
ion that the rates on prunes should have been found unreasonable 
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to the extent they exceeded 65 per cent of first class in the 
past and 60 per cent first class for the future. 


Culvert Pipe 


No. 26660, Shelt Co., Inc., vs. B. & O. et al. By division 5. 
Class rates charged, corrugated iron or steel culvert pipe and 
cement-covered and cement-lined corrugated iron or steel culvert 
pipe, carloads and less than carloads, Elmira, N. Y., to various 
interstate destinations in official classification territory, found 
inapplicable, on some shipments and applicable on others. The 
specific findings were that the interstate rates charged on cul- 
vert pipe, carloads were and are inapplicable and that the rates 
on pipe, plate or sheet, not exceding 4 feet in diameter, minimum 
weight 40,000 pounds, were and are applicable; that the rates 
charged on plain culvert pipe, in less than carloads, were inap- 
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a. an plicable prior to August 15, 1934, with the exception of the period 
0 pelaal from November 15, 1932, to May 31, 1933; and that the applicable 
is fy rates were as follows: Those provided by exceptions to the 
Doints ; classification on pipe or tubing, plate or sheet, prior to May 2, 
which 1932, on pipe, plate or sheet, not exceeding 4 feet in diameter 
applied from May 2, 1932, to November 14, 1932, the classification basis 
. from November 15, 1932, to May 31, 1933, the exception basis 
her Cal on culverts, plate or sheet, corrugated or plain, not exceeding 4 
minimuy feet in diameter from June 1, 1933, to August 14, 1934, and the 
3D Cents exception basis applying on culverts, plate or sheet, corrugated or 
'S to tN plain, on and after August 15, 1934. A further finding was that 
and any the rates on cement-covered or cement-lined and paved-invert 
than th pipe were and are inapplicable and that the applicable rates 
to suc were those provided by the exceptions to the classification prior 
ts tribe to May 2, 1932, on pipe, cement-covered or cement-lined, and 
8 highe subsequent to May 2, 1932, on pipe, sheet iron, cement-lined. 
Interior Reparation awarded. 
Barge Wheat 
n inland 
han the No. 26854, Western Terminal Elevator Co. vs. C. R. I. & P. 
nia port et al. By the Commission. Wheat, points in Kansas to Min- 
ontinen. neapolis, Minn., misrouted by the Rock Island. Defendants 
‘ates to authorized to waive collection of outstanding undercharges. 
Nd east Shipments moved between June 25 and July 14, 1931, inclusive. 
i Mahogany Lumber, Etc. 
pe No. 20693, Ichabod T. Williams & Sons vs. A. C. L. et al. 
rate of By the Commission. On reconsideration, order in prior reports, 
rate of 160 I. C. C. 631, and 168 I. C. C. 602, requiring maintenance of 
herein rates on mahogany lumber and veneer from Carteret, N. J., 
s, with to various southern points, vacated and set aside. In the prior 
in the reports division 3 found that the rates charged on shipments 
h base of mahogany lumber and veneer from Carteret, N. J., to numer- 
th the ous destinations in the south were not unreasonable, with one 
th the exception, or unduly prejudicial in the past, but for the future 
would be unreasonable and unduly prejudicial of Carteret and 
tadiie unduly preferential of New Orleans, La., to the extent set forth 
coal in those reports. Division 3 further found that the rate from 
it pe Carteret to Sparta, Ky., was unreasonable in the past and 
aie that certain shipments had been misrouted. Reparation was 
laa awarded and rates for the future were prescribed. The rates 
athe prescribed for the future were duly published and are now in 
~— effect. By petition filed September 23, by defendants, it was 
‘ca stated that the rates prescribed were not now satisfactory to 
; either shippers or carriers and that after conferences the ship- 
pers and carriers had agreed on a basis of rates satisfactory 
to all parties and embracing a somewhat more comprehensive 
adjustment than was covered by the outstanding order in the 
case. Vacation of the order in so far as it required maintenance 
of the prescribed rates was asked. The Commission said com- 
Plainants concurred in the request. It added its action vacating 
St. P. the order was not to be construed as an approval of the rates 
nts a hereafter published by the carriers on this traffic. It said the 
plied petition did not set out the proposed adjustment of rates. 
Chairman Tate and Commissioner Miller did not participate in 
the disposition of the report. 
By Fertilizer 
and Fourth section application No. 15479, fertilizer in central 
ound territory. By division 2. Authority granted, in fourth section 
that order No. 12094, to carriers parties to B. T. Jones’ I. C. C. No. 
able. 2631, to establish on fertilizer and fertilizer materials on which 
rates were prescribed in Ohio Farm Bureau Federation vs. 
A. & W., 146 I. C. C. 419 and 197 I. C. C. 70, between points 
By in C. F. A. territory over all lines or routes over which they 
oon, have relief with respect to the class rates from and to the same 
Sep- points, the lowest rates contemporaneously in effect over any 
, 4 line or route from and to the same points constructed on the 
. basis prescribed or approved in the Ohio Farm Bureau Federa- 
the tion case and to maintain higher rates from, to and between inter- 
led. mediate points, provided that the rates from, to and between 
pin- the higher-rated intermediate points (1) in central territory 


ble shall not exceed rates on the basis prescribed in the Ohio Farm 
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Bureau Federation case and (2) in trunk line territory, shall 
not exceed rates on the basis prescribed in Eastern Fertilizer 
Cases, 198 I. C. C. 483, nor the lowest combination of rates 
subject to the interstate commerce act. 


Asphalt Rock 


Fourth section application No. 15621, Union Traction Co. 
commodity rates, embracing also fourth section application No. 
15761. By division 2. Parties to Johanson’s I. C. C. No. 2506 
authorized in fourth section order No. 12096, to establish and 
maintain rates, rock asphalt, asphalt coated rock, crushed or 
ground, and other commodities over their circuitous lines be- 
tween points in Oklahoma on the M.-K.-T. and its connections, 
on the one hand, and points in Oklahoma on the Union Traction 
Co., on the other, the same as those contemporaneosuly in effect 
over short intrastate routes without regard to the long-and-short 
haul part of section 4, subject to the 50 and 70 per cent limita- 
tions in addition to the customary limitations. 


Bituminous or Cannel Coal 


Fourth section application No. 15811, coal and coal briquettes 
to South Bend, Ind. By division 2, Chesapeake & Ohio, Louis- 
ville & Nashville, Norfolk & Western, Baltimore & Ohio, Cin- 
cinnati, New Orleans & Texas Pacific, and other carriers author- 
ized in fourth section order No. 12097 to establish rates, 
bituminous or cannel coal and bituminous-coal briquettes, from 
mines in the Inner Crescent and related districts on the lines 
named to South Bend, Ind., over routes set forth in the applica- 
tion in connection with the Chicago South Shore & South Bend, 
as delivering carrier, the same as in effect on like traffic over 
other lines or routes between the same points. 


Automobiles 


Fourth section application No. 15859, automobiles and parts 
to Louisiana and Arkansas. By division 2. Parties to Johanson’s 
I. C. C. No. 2615, authorized in fourth section order No. 12098, 
to establish rates, automobiles and parts, Memphis, Tenn., and 
points intermediate thereto, to destinations in Arkansas and 
Louisiana, including Texarkana, Ark-Tex., as published in Sup- 
plement No. 17 to Johanson’s I. C. C. No. 2615 and to maintain 
through rates on like traffic from points in other territories 
to the same destinations which exceed the aggregate-of-inter- 
mediate rates constructed on the basis of the rates from such 
other origin points to Memphis, plus the rates published in the 
named tariff for beyond. This permission is subject to the 
proviso that the through rate from such other origins to the 
same destinations in Arkansas and Louisiana, including Tex- 
arkana, in effect prior to the establishment of the rates set 
forth in that tariff from Memphis and points intermediate 
thereto shall not be increased except as may hereafter be 
authorized by the Commission. 


Bone Reparation Basis 


No. 24252, George K. Hale Manufacturing Co. et al. vs. 
Atlantic & Yadkin et al., a sub number thereunder, Same vs. 
A. C. L. et al.; No. 24172, Carolina Button Corporation vs. Ann 
Arbor et al.; No. 25147, George K. Hale Manufacturing Co. et al. 
vs. Alton et al.; and No. 25477, Carolina Button Corporation vs. 
Atlantic & Yadkin et al. By the Commission. On further hear- 
ing and reconsideration, basis for reparation fixed in former 
reports, 185 I. C. C. 523, 205 I. C. C. 17, on carloads of bones, 
other than human or fresh-meat bones, points in Buffalo-Pitts- 
burgh, trunk line, and New England territories, Toronto, Ont., 
East St. Louis, Ill., and Norfolk, Va., to Mount Airy, N. C., and 
on carloads of bone scrap from Mount Airy to destinations in 
before mentioned territories, modified. The finding as modified 
is that the rates assailed in No. 24252, and the sub number 
thereunder, and No. 24172 were unreasonable for application in 
the past to the extent they exceeded the eleventh class (20 per 
cent of first class) rates from the origin points to the destina- 
tions of such shipments which were established in conformity 
with the southern class rate revision. Reparation to the George 
K. Hale Manufacturing Co. and Carolina Button Corporation 
aggregating $2,172.17 made in Nos. 25147 and 25477. Complainants 
in Nos. 24252, and the sub number thereunder, and No. 24172 
were advised to submit revised Rule V statements. 


Ex-Lake Sugar 


No. 26683, Anchor Storage Co. et al. vs. Alton et al. By 
division 3. Dismissed. Rates, ex-lake sugar, carloads, docks at 
Chicago, Ill., to warehouses within the Chicago switching dis- 
trict, not unreasonable or otherwise unlawful. 


Second-Hand Steel Cylinders 


No. 26771, Liquid Carbonic Corporation vs. C. B. & Q. et al. 
By division 2. Dismissed. Less-than-carload rates, returned 
empty second-hand steel cylinders, points in Iowa and Wisconsin 
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to Chicago, Ill., between January 18 and December 1, 1932, found 
applicable. 
Core Sand 


No. 26779, International Motor Co. vs. D. & H. et al. By 
division 3. Rates, core sand, Davisville, East Greenwich, and 
Hill’s Grove, R. I., and on a carload of moulding sand from 
Elnora, N. Y., to New Brunswick, N. J., shipped between May 
9, 1933, and July 10, 1934, unreasonable to the extent they ex- 
ceeded a net ton $1.80 from Elnora, $2.95 from Davisville and 
East Greenwich, and $3.15 from Hill’s Grove, with a minimum 
of 90 per cent of the marked capacity of the car. Commissioner 
Lee dissented in the finding of unreasonableness for the reasons 
stated by him in International Motor Co. vs. D. & H., 204 
L ©, C.. S02. 

Sheet-Steel Containers 


No. 26803, Pittsburgh Steel Drum Co. vs. Pennsylvania 
et al. By division 4. Rates charged, sheet-steel containers of 
20 gallons capacity or less in carloads, and on sheet-steel con- 
tainers of 20 gallons capacity or less and of sheet-steel contain- 
ers of more than 20 gallons capacity, in mixed carloads, from 
Apollo, Pa., to points in New York, Massachusetts, Rhode Island, 
New Jersey, West Virginia, Illinois, Kentucky and Missouri, 
found inapplicable. Applicable rates determined and reparation 
awarded. Rates charged, sheet-steel containers of more than 20 
gallons capacity, in carloads, from and to the same points found 
applicable and not unreasonable or unjustly discriminatory. 
Complainant not shown to have been damaged by the alleged 
undue prejudice. The Commission said it found that the rates 
assailed on such of the shipments as consisted of (1) containers 
of 20 gallons capacity or less and (2) of containers of 20 gal- 
lons capacity or less in mixed carloads with containers of more 
than 20 gallons capacity were inapplicable; and that the ap- 
Plicable rates were the fourth class rates, minimum 14,000 
pounds, subject to Rule 34, on shipments which consisted of 
containers of 20 gallons capacity or less, and the second class 
rates, minimum 14,000 pounds, subject to Rule 34, on shipments 
which consisted of containers of 20 gallons capacity or less in 
mixed carloads with containers of more than 20 gallons capacity, 
or, if lower, the aggregate charges resulting from the applica- 
tion of the carload rates and minimum provided for cans on the 
containers of 20 gallons capacity or less or the carload rates 
and minimum provided for drums of 20 gage or thinner on the 
containers of more than 20 gallons capacity, and of the less- 
than-carload rates for cans or drums on containers of the re- 
spective capacities hereinbefore specified, in accordance with 
the provisions of Rule 10. Complainant advised to submit Rule 
V statements. 

Grain 


No. 26834, A. Bender & Sons vs. C. C. C. & St. L. et al. 
By division 3. Charges collected, two carloads, grain, Cleves and 
St. Bernard, O., to Newport, Ky., in September, 1931, found 
inapplicable. Found that the applicable rates were a switching 
charge of $8.10 a car for the service performed by the C. C. C. 
& St. L. and 8 cents a 100 pounds performed by the L. & N., 
and that the applicable rate for the service performed by the 
L. & N. was unreasonable to the extent that it exceeded $12.50 a 
ear. Reparation of $55.20 awarded. 


Wrought Iron Pipe 


No. 26886, Bowdoin Utilities Co. et al. vs. C. B. & Q. et al. 
By division 3. Rate charged, carload, wrought iron pipe, Sheri- 
dan, Wyo., to Glasgow, Mont., in March, 1934, unreasonable to 
the extent it exceeded 83 cents. Applicable combination of 
$1.27 charged. Reparation of $240.68 awarded. 


Wood 


No. 24244, Carrollton Excelsior & Fuel Co., Limited, vs. 
Southern et al. Dismissed. By the Commission. On rehearing 
Commission has affirmed finding in the original report, 190 I. C. C. 
121, that rates, wood, points in Mississippi to New Orleans, La., 
were not shown to have been or to be unreasonable or other- 
wise unlawful. 


Rail-Water Relief 


Fourth section application No. 15594, Augusta-Savannah 
Line rates. By division 2. Defendants in Augusta-Savannah 
Line vs. A. G. S., 191 I. C. C. 649, the Augusta-Savannah Line 
and carriers, except the Tennessee Central, parties to Speiden’s 
I. C. C. No. A-725 and Curlett’s I. C. C. Nos. A-418 and A-419, 
authorized in fourth section order No. 12104 to establish and 
maintain class and commodity rates between points in southern 
territory and between points in that territory, on the one hand, 
and north-Atlantic ports and eastern interior points, on the 
other, over routes in connection with the Augusta-Savannah 
Line, a water carrier operating on the Savannah River between 
Savannah and Augusta, Ga., constructed on the basis set forth 
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in their application without regard to the long-and-short-hay| 
part of section 4. This relief, the Commission said, should not 
apply to establish and maintain over routes from, to or betwee 
the points mentioned class rates less than 75 per cent of the 
rates prescribed or approved in Southern Class Rate Investj. 
gation, 100 I. C. C. 513, or less than 75 per cent of rates cop. 
structed on the basis prescribed or approved in that proceed. 
ing, provided that in applying this limitation over routes com. 
posed wholly or in part of the short-line and weak-line carrier 
mentioned in Rates from, to and Between Points in Souther 
Territory, 191 I. C. C. 507, the arbitraries of such short-line 
and weak-line carriers need not be considered. The relief 
granted here will not apply to the rates made on a percentage 
relationship to the class rates unless relief is authorized with 
respect to the class rates on which such rates are based. The 
authority is further limited so that where rates made with 
relation to the class rates between the same points are estab- 
lished under authority herein, the rates on like property from, 
to or between the higher-rated intermediate points shall not 
exceed rates constructed on the basis of the same percentage 
relationship to the class rates at such intermediate points. 


Export-Import, Etc., Relief 


Fourth section application No. 15773, Texas ports equaliza- 
tion of rates. By division 2. Parties to Johanson’s I. C. C. Nos, 
2473, 2474, 2602, 2606 and 2628 authorized in fourth section or-. 
der No. 12105 to establish commodity rates on export, import, 
and domestic coastwise traffic from and to Galveston and Texas 
City, Tex., on the one hand, and inland points in southwestern 
and western trunk line territories, on the other, the same as 
on like traffic between Houston, Tex., and the same inland 
points without observing the long-and-short-haul part of sec- 
tion 4. 


Cotton Waste 


Fourth Section Application No. 15778, cotton waste in the 
southeast. By division 2. Southeastern railroads authorized in 
fourth section order No. 12106 to establish any quantity inter- 
state rates on various kinds of cotton waste between points 
in Carolina territory and from points in North Carolina and 
South Carolina to Augusta, Ga., without observing the long-and- 
short-haul part of section 4, rates to be on the basis of a scale 
adopted by the carriers as a substitute for the basis approved 
by the Commission in Cotton Wastes from, to and Within the 
South, 201 I. C. C. 617. The carriers adopted a basis lower 
than approved by the Commission to meet motor truck compe- 
tition. The relief is authorized as to routes over which class 
rate relief has been granted. 


Coal 


Fourth section application No. 15879, coal from Illinois to 
St. Louis, Mo. By division 2. St. Louis-San Francisco and 
Missouri-Illinois authorized in fourth section No. 12101 to estab- 
lish rates, coal, mines in Illinois in connection with the route 
of the Missouri-Illinois to Ste. Genevieve, Mo., thence St. Louis- 
San Francisco to points on the latter carrier Within the switch- 
ing district of St. Louis the same as those contemporaneously 
in effect over direct routes but not lower than the present rates 
over such routes, without observing the long-and-short-haul part 
of section 4. 


Peanuts 


Fourth section application No. 16016, peanuts between points 
in the south. By division 2. Southern lines authorized in fourth 
section order No. 12107, to establish rates, peanuts, carloads, 
between points in southern territory without observing the long- 
and-short-haul part of section 4 on the basis of a minimum car- 
load weight of 24,000 pounds, subject to Rule 34 and broken 
nuts, immature nuts and nubs, subject to a minimum of 30,000 
pounds, subject to Rule 34 over all lines or routes over which 
they have relief in connection with class rates, rates over the 
long lines to be the lowest that may be constructed over any 
line or route between the same points. 


Bituminous Coal 


Fourth section application No. 15600, bituminous coal to 
stations on Reading Co., embracing also fourth section appli- 
cation No. 15612. By division 2. Reading Co. and other car- 
riers authorized in fourth section order No. 12095 to establish 
rates, bituminous coal, bituminous coal briquettes and cannel 
coal, in straight or mixed carloads, over routes described in 
an appendix but not herein reproduced, from mines in the 
Cumberland, Piedmont-Meyersdale district, to Downingtown, Ex- 
ton, Planebrook, Mill Lane, Valley Store, and Cedar Hollow, 
Pa., the same as contemporaneously in effect from mines in 
the Clearfield district on the Pennsylvania, but not lower than 
the present rates from the latter mines; and from mines in 
the West Virginia and Westmoreland districts, 25 cents a long 
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ton higher, without observing the long-and-short-haul part of 


section 4. 
Waste Paper 
No. 26693, Bedford Pulp & Paper Co. vs. Bush Terminal et al. 
By division 2. Dismissed. Rates, waste paper and scrap pulp- 
poard, carloads, Washington, D. C., to Big Island, Va., not un- 
reasonable or unduly prejudicial. 


Farina 


No. 26732, Quaker Oats Co. vs. Erie. By division 2. Dis- 
missed. Authorized emergency charge found to have been ap- 
plicable, farina, carloads, forwarded from Akron, O., to eastern 
destinations between January 4, 1932, and September 30, 1933. 
The complainant alleged that there was no authorized so-called 
emergency Charge on shipments of farina between the dates 
mentioned in which period emergency charges were in effect as 
to articles listed in the permissive order issued by the Com- 
mission in 1931. 


PROPOSED REPORTS 
Sugar 


No. 27081, American Sugar Refining Co. vs. L. & N. By 
Examiner Carl A, Schlager. Dismissal proposed. Examiner 
proposes that Commission find no damage was established as to 
one carload of sugar from Three Oaks, La., to Mobile, Ala., 
shipped August 19, 1933, due to a contravention of the long-and- 
short haul part of section 4. Complainant, the examiner said, 
pased its claim for damage by reason of the contravention of 
section 4 on the fact that the assailed rate was higher, not 
only to Bay Minette, Ala., 24 miles beyond Mobile, but also 
higher than commodity rates of 16.22 cents contemporaneously 
in effect to Brewton, Ala., 73 miles beyond Mobile, and points 
intermediate thereto. This evidence, the examiner said, was 
insufficient to prove specific damage arising out of the contra- 
vention of the fourth section of which complaint was made. Proof 
of specific damage, he said, was required before the Commission 
might award reparation under that section. 


Baskets 


No. 27051, Burlington Basket Co., Inc., vs. C. B. & Q. By 
Examiner Harold M. Brown. Rate charged, 81 cents, plus the 
authorized emergency charge of 2 cents, shipments being made 
July 4, 1933, Burlington, Ia., to St. Paul, Minn., proposed to be 
found inapplicable. Applicable rate proposed to be found was 
20.5 cents, minimum 30,000 pounds, plus an emergency charge of 
2 cents. Reparation of $61.98 proposed. 


Silver and Gold Ware 


No. 26957, The Emporium vs. N. Y. C. et al. By Examiner 
L. H. Dishman. Dismissal proposed. Refusal of defendants to 
accept for transportation silverware (sterling) and goldware 
and to establish rates thereon from San Francisco, Calif., to New 
York, N. Y., proposed to be found not in violation of the inter- 
state commerce act. The examiner said the record indicated 
that these commodities which consolidated freight classification 
says defendants shall not accept for transportation may be 
transported by parcel post, express companies, and steamers 
and that these services are better equipped to transport com- 
modities of high concentrated value than freight carriers. He 
said the record also disclosed that freight service did not afford 
the supervision necessary to the protection of the considered 
commodities. 

Broomcorn 


No. 26926, Roxboro Broom Works vs. B. & O. et al. By 
Examiner W. R. Brennan. Rates, broomcorn, carloads, Arcola, 
Charleston, Greenup, and Mattoon, IIl., to Roxboro, N. C., pro- 
posed to be found unreasonable to the extent they exceeded or 
may exceed 94 cents. New rates and reparation proposed. 


PAPER STOCK ADJUSTMENT 


In a proposed report in I. and S. No, 4012, paper stock in 
official territory, Examiner Henry B. Armes has recommended 
that the Commission find that the suspended schedules have 
been justified insofar as they propose a uniform description for 
paper stock but that otherwise the schedules have not been 
justified. An order should be entered, said he, requiring the 
cancellation of the suspended schedules, without prejudice, how- 
ever, to the publication of maximum rates, which the Commission 
should find to be reasonable, on the basis of 25 per cent of first 
class with minimum of 24,000 pounds, alternating with a basis 
of 22.5 per cent of first class with minimum of 30,000 pounds, 
each minimum to be subject to Rule 34. 

Examiner Armes said that by schedules filed to become 
effective July 15, 1934, and later dates, respondents proposed to 
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readjust their rates on paper stock between points in official 
territory. 

“The general plan,” said he, “is to cancel a large proportion 
of their present commodity rates, leaving in effect only such 
rates as they must continue to publish in order to meet motor 
and water competition. Excepting these motor and water com- 
pelled rates, which they do not propose to disturb, they seek to 
place all other rates on paper stock in official territory not al- 
ready on the proposed level upon a uniform basis of sixth 
class, which is 27.5 per cent of first class, with minimum of 24,000 
pounds, alternating with 25 per cent of first class, minimum 
30,000 pounds, whichever makes the lower carload charge. 
Respondents propose to make the new rates not subject to Rule 
34, the graduated minimum carload rule, which is now, quite 
generally applicable throughout official territory in connection 
with rates on paper stock, They also have incorporated in the 
proposed schedules a uniform description of the various articles 
covered in the category of paper stock, enlarging the list of 
commodities to be included therein.” 

Examiner Armes said that the proposed changes would 
result in both increases and reductions in rates. On protest 
of dealers in paper stock and of manufacturers who use these 
materials, the operation of various schedules was suspended, 
some until February 15, 1935, and others until March 15, 1935, 
and the effective dates of the suspended tariffs have been 
voluntarily postponed by respondents pending the determination 
of the issues in the case. 


EXPRESS DEPRECIATION 


In a proposed report in No. 19450, depreciation charges of 
express companies, Examiner A. M. Bunten recommended that 
the Commission establish depreciation accounting for express 
companies effective January 1, 1937, in accordance with specific 
recommendations as to the setting up and keeping current that 
sort of accounting. This proceeding was instituted under section 
25 of the interstate commerce act which requires the Commission 
to prescribe for carriers the class of property for which depre- 
ciation charges may properly be included under operating ex- 
penses and the percentages of depreciation to be charged with 
respect to each of such classes of property, the Commission 
having authority to classify the carriers for that purpose. 

Examiner Bunten said this case was supplemental to Tele- 
phone and Railroad Depreciation Charges, 118 I. C. C. 295, and 
177 I. C. C. 351. He said the same fundamental principles which 
were decided to be controlling there were controlling here. 
Conditions peculiar to express companies were discussed and 
given, as he said, appropriate recognition. 

The hearing in this case originally set for May 17, 1927, 
Examiner Bunten said, was postponed to January 10, 1935, the 
reasons for the postponement being the same as in the pipe-line 
case, explained in detail, he said, in Depreciation Charges of 
Carriefs by Pipe Lines, 205 I. C. C. 33. 

But two express companies, Examiner Bunten said, were 
reporting to the Commission at the present time. They are the 
Railway Express Agency, Inc., having $40,284,036.45 invested 
in buildings and equipment; and the Southeastern Express Com- 
pany, having $1,229,433.74 invested in buildings and equipment. 


EMERGENCY CHARGE CHANGES 


The Commission has authorized tariff publishing agents 
throughout the country to publish changes in emergency charges 
and the rules governing them, authorized by it in Ex Parte No. 
115, on 10 days’ notice after receipt of the tariffs at the Com- 
mission’s office. The thought is that the changes, mostly re- 
ductions, will become effective about December 1 or possibly a 
day or two before that time. The permission authorizes the 


following: 








Changes in Tariff of Emergency Charges 


Part 2: General bases of less-than-carload emergency charges. 
Amend Note 1 in connection with Tables 1, 2 and 3 to read as follows:: 
Note 1. The first-class rates referred to in the tables are the 
through single-factor first-class rates from origin to destination. 
Where there are two such first-class rates, one of which is indicated 
as truck competitive or bears expiration date, the first-class rate 
which is not so indicated or does not bear expiration date will be 
used to determine emergency-charge rate. Where there are no 
through single-factor first-class rates, apply Item 25, paragraph (c). 

Part 3: General rules governing parts 1, 2 and 4. 

Amend Item 30 to read as follows: 

Item 30. Mixed carload—Where mixed carloads consist of arti- 
cles which are not all subject to the same emergency charge rate, 
the maximum or specific carload emergency charge rates, if any, 
will be applied to the weight of each article (see note 1), subject 
to 7 per cent of the aggregate line-haul transportation charges as 
a maximum. If the aggregate weight of the articles on which emer- 
gency charges are assessed is less than the weight upon which line- 
haul transportation charges are assessed, the deficiency will be 
charged for at the lowest carload emergency charge rate provided 
for any of the articles, or will be disregarded if any of the articles 
a be subject to an emergency charge if shipped in a straight 
carload. 


Note 1—Including portions of the shipment, on which 


if any, 
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ticipate charges are assessed at less-carload (not any quantity) 
rates. 

Amend Item 60 to read as follows: 

Item 60. Less-than-carload charges not to exceed carload charges. 

The total charges on a less-than-carload shipment, which result 
from the transportation charges plus the emergency charge, if any, 
must not exceed the total charges' on a carload shipment of the 
same commodity which result from the transportation charges plus 
the emergency charge, if any. 

Amend paragraph (a) of Item 75 to read as follows: 

(a) An emergency charge of 10 per cert will be added to all 
charges for switching, floatage, lighterage, reconsignment, diversion, 
transit services (including stopping for partial unloading and _ load- 
ing), back hauls or out-of-line hauls, weighing, handling, loading or 
unloading, except (see note) when these services are performed for, 
or in connection with line-haul shipments all portions of which are 
exempt from a line-haul emergency charge by specific provision of 
this tariff. 

Note—This exception does not apply to shipments which are 
exempt from a line-haul emergency charge because the transporta- 
tion rate is not subject to this tariff, nor does it apply unless the 
transportation rate is on file with the Interstate Commerce Commission 
with respect to interstate or foreign shipments, or with state com- 
missions with respect to intrastate shipments. 

Part 4: List of commodities—maximum emergency charges in 
cents per 100 pounds (except as otherwise provided): Applicable 
on traffic moving at class rates or commodity rates. 

Group 71—Change: Straw, from threshed flax, 1 cent, to read: 
Straw, from threshed flax, no emergency charge. 

Group 80—Change to read: Tobacco, leaf, unmanufactured, any 
quantity. See note. Cuttings and scraps, unmanufactured tobacco, 
any quantity. See note. Tobacco stems, other than ground, carload 
only, 4 cents. 

Note—Emergency charges will be computed in accordance with 
part 2 of this tariff regardless of whether the transportation rates are 
carload, less-carload or any quantity. 

Group 110—Add grape fruit, no emergency charge. 

Group 127—Add prunes, fresh, no emergency charge. 

Group 164—Add malt sprouts, 1 cent; barley skimmings, no 
emergency charge. Eliminate flax straw. (See group 71.) 

Group 270—Change sheep skins, green or green salted, 3 cents, 

to read: Sheep skins, green, green salted or pickled, 3 cents. 

Group 282—Add bones (other than fresh meat bones), ground or 
unground; bone meal; bone dust, 1 cent. 

Group 333—Add antimony ore, 2 cents. . 

Group 370—Change to read: Asphalt (by-product, petroleum or 
natural, including gilsonite); tar (not ground), as follows: Coal, fuel, 
hardwood, oil, paving, petroleum, roofing, water-gas, 1 cent. Pitch 
(not ground), as follows: Coal tar, fuel, hardwood, oil tar, paving, 
petroleum tar, roofing, water-gas tar, 1 cent. 

‘ a 390—Add phosphatic limestone, 1 cent; phosphatic matrix, 
cent. 

Group 392—Add bentonite, 2 cents. Change: Magnesia, sulphate of 
crude, 2 cents, to read: Magnesium (magnesia), sulphate of, crude, 
2 cents. Change: Slate, blocks, slabs or ground, 2 cents, to read: 
Slate, blocks or slabs, 2 cents. Add: Slate, crushed or ground, 1 
cent. Add: Pumice (pumice stone), crude, lump or powdered, 2 cents. 

Group 443—Change: Tanbark (other than mangrove or wattle 
bark), not spent, 1 cent, to read: Tanbark (other than mangrove or 
wattle bark), not spent, no emergency charge. 

Group 520—Add: Copper residue, viz., ashes, grindings, skim- 
mings, sweepings or washings, 2% cents. 

Group 521—Add: Brass or bronze Residue, viz., ashes, grindings, 
skimmings, sweepings or washings, 2% cents. 

Group 522—Add: Zinc residue, 2%, cents. 

Group 551—Add: Slabs, clay; slabs, tile (no emergency charge 
where line-haul rates is 7 cents or less per 100 pounds), 1 cent. 
Eliminate tile slabs. 

Group 580—Change to read: Agricultural implements ay@ parts, 
as follows: Articles classified in consolidated freight classification 
under the heading of “agricultural implements, hand, or parts,” 
“agricultural implements, other than hand,” or “agricultural imple- 
ment parts, other than hand” (except articles included in group 
430 of this tariff). Cane mills or parts thereof. Field, garden or 
orchard sprayers, barrel or tank type, combined with engine or with- 
out engine; or parts of such sprayers. Grain-storage bins or cribs, 
K. D., iron or steel, or iron or steel combined with wire. Mower- 
knife grinders or parts thereof. Scales, live stock or wagon, K. D. 
Sugar or syrup evaporator furnaces, kettles or pans. Water pumps, 
windmill or hand, or parts thereof. Windmills, K. D. Windmill tow- 
ers, K. D. Wooden agricultural implement material or parts as fol- 
lows, further finished than as described in group 430 of this tariff, 
ironed or not ironed: Apron slats, axles, beams, doubletrees, eveners, 
handles, neckyokes, poles, singletrees, 4 cents. 

Group 640—Eliminate bones; bone, ground; bone meal; bone dust. 
Add: Aqua ammonia, in tank cars, no emergency charge; peat moss, 

ground, no emergency charge. 

"ane 700—Change tankage, 1 cent, to read: Tankage, feeding, 1 
cent. 

‘ we 701—Change poultry grit, 2 cents, to read: Poultry grit, 
cent. 


COMMISSION ORDERS 


No. 25569, Alabama Grocery Co. et al. vs. A. T. & S. F. et al. 
Order of March 4, 1935, so far as it reopened and consolidated this 
proceeding for further hearing with No. 17000, part 7-A, grain and 
grain products in southern territory, vacated and set aside. Proceed- 
ing reopened for reconsideration. 

No. 26558, Midland Electric Coal Corporation vs. C. & N. W. et al.; 
No. 26711, Northern Illinois Coal Corporation vs. Alton et al.; No. 
26677, Bell & Zoller Coal Co. et al. vs. A. T. & S. F. et al.; No. 26585, 
United Electric Coal Co. et al. vs. C. B. & Q. et al.; No. 26719, Fifth 
and Ninth Districts Coal Traffic Bureau vs. A. & E. et al.; and No. 
26685, Illinois Coal Traffic Bureau vs. A. & E. et al. Sioux City Traffic 
Bureau permitted to intervene. 

Industrial Sand Cases, 1930. (New cases) No. 25867, Sub. No. 2, 
Sacks-Barlow Foundries, Inc., vs. D. & H. et al., Sub. No. 6, Col- 
umbia Machine Works & Malleable Iron Co. vs. Same, and Sub. No. 
7, Phelps Dodge Copper Products Corporation, American Copper Prod- 
ucts Division vs. N. Y. C. et al.; No. 25868, White-Warner Co. vs. 
B. & M. et al. and two sub-numbers thereunder, Walker & Pratt 
Manufacturing Co. vs. N. Y. C. et al., and Standard Foundry Co. vs. 
D. & H. et al.; No. 25884, Samuel J. Creswell Iron Works vs. 
N. Y. C. et al., Sub. No. 1, Confer, Smith & Co., Inc., vs. Pennsylvania 
et al., Sub. No. 3, Oliver United Filters, Inc., vs. Pennsylvania et al., 
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Sub. No. 5, Lehigh Foundries, Inc., vs. N. Y. C. et al., Sub. No, ¢ 
Colebrookdale Iron Co, vs. Reading et al., and Sub. No. 7, Cochray 
Corporation vs. C. R. R. of N. J. et al.; No. 25900, National Radiato; 
Corporation vs. Wabash et al.; No. 25901, Fales & Jenks Machine (op, 
vs. Pennsylvania et al., and a sub-number thereunder, Crompton ¢ 
Knowles Loom Works vs. N. Y. C. et al.; No. 25916, Alexander Smith 
& Sons Carpet Co. vs. Atlantic City Railroad et al.; and No. 25955 
Richmond Radiator Co., Inc., vs. G. T. W. et al. Third petition of 
complainants for rehearing and reconsideration denied. 

és ‘No. 26970, Swift & Co. et al. vs. N. Y. C. et al. United State 
Live Stock Association permitted to intervene. 

No. 27200, Standard Gas Equipment Corporation vs. C. B. & Q 
et al. Complaint amended by making the Baltimore & Ohio Chicagy 
Terminal an additional party defendant. 

No. 26967, Pennsylvania Coal & Coke Corporation vs. Pennsylvania 
et al. Robert Gair Co., Inc., permitted to intervene. 

No. 24846, Edgar E. West and Fred S. James, doing business as 
Platte Valley Potato Growers’ Marketing Co. vs. Arkansas et al. Pe. 
tition of complainant for vacation of the order, reconsideration on the 
record by the entire Commission, and for specific revision of the re- 
port and order in certain particulars, denied. 

No. 22114, Whitacre-Greeer Fireproofing Co. vs. A. C. L. et al, 
Petition of complainant for reopening and reconsideration in this pro- 
ceeding connection with No. 26515, Eastern Brick Rates, denied. 

No. 26235, Cotton from and to points in the southwest, and Mem- 
phis, Tenn., and No. 25800, Sub. No. 3, Board of Commissioners Lake 
Charles Harbor & Terminal District vs. A. & S. et al. Petition by 
complainants in No. 25800, Sub. No. 3, for enforcement of orders en- 
tered in these proceedings as to rates on cotton, in carloads, from 
various origins in the southwest to Lake Charles, La., or, as an al- 
ternative, a motion that No. 25800, Sub. No. 3, be reopened for further 
hearing, denied. 

No. 26708, Hope Brick Works vs. A. T. & S. F. et al. Order of 
October 1, 1935, which was by its terms made effective on or before 
January 14, 1936, modified to become effective on February 15, 1936, 
on not less than 30 days’ notice instead of January 14, 1936. 

Finance No. 10381, Illinois Central equipment-trust certificates, 
series Q. Second supplemental order. Applicant wishing to withdraw 
supplemental application requesting further modifications of the order 
of the Commission, by division 4, entered March 27, 1934, 199 I. C. C. 
411, as modified January 23, 1935, 202 I. C. C. 717, so as to permit it 
to apply to purposes other than those heretofore approved a part of 
the proceeds of the certificates and to waive the right to redeem them 
prior to maturity, application dismissed. 


No. 26988, Austin Powder Co. vs. A. C..& Y. et al. At the re- 
quest of complainant, complaint dismissed. 


INo. 26795, Weyl-Zuckerman & Co. et al. vs. Alton et al. Com- 
plaint dismissed for want of prosecution. 


1. and S. No. 4125, transit on dairy products at the Twin Cities. 
Respondents having filed tariffs effective December 1, 1935, cancel- 
ing the schedules under suspension orders of August 3, 1935, vacated 
and set aside and proceeding discontinued. 


No. 12653, Mangelsdorf Seed Co. vs. A. T. & S. F. et al., and 
a sub-number thereunder, Same vs. Director-General; No. 12695, 
Rudy-Patrick Seed Co. vs. I. & G. N. et al., and a sub-number there- 
under, Same vs. Director-General; No. 17289, Northrup, King & Co. 
vs. A. T. & S. F. et al.; No. 20120, Rudy-Patrick Seed Co. et al. 
vs. A. & S. et al.; No. 20147, Mangelsdorf Seed Co. vs. A. T. & S. F. 
et al., and No. 26004, Chamber of Commerce of North Dakota et al. 
vs. A. C. & Y. et al. Orders in Nos, 12653, and Sub No. 1, 12695, and 
Sub. No. 1, dated March 13, 1924, as modified, in No. 17289, dated 
June 28, 1927, in Nos. 20120 and 20147, dated January 4, 1930, as 
modified, and in No. 26004, dated June 19, 1934, as modified, further 
modified so as to suspend the maintenance clause thereof until fur- 
ther order of the Commission. 


Finance No. 9918, Missouri Pacific reorganization. Edward C. 
Delafield, Paul F. Ely, Allan M. Pope and Robert V. White as a pro- 
tective committee for the holders of Missouri Pacific general mortgage 
4 per cent gold bonds permitted to intervene. 

No. 27169, Stearns Coal & Lumber Co., Inc., vs. A. & R. et al. 
N. C. & St. L. Coal Operators’ Rate Conference permitted to inter- 
vene. 


No. 16056, Fort Smith Rim & Bow Co. vs. B. & O. et al. Second 
ordering paragraph of order of May 9, 1925, which required the main- 
tenance of a rate not to exceed 94.5 cents a 100 pounds, on wooden 
wagon bows, carloads, minimum 36,000 pounds, from Columbus, 0., 
to Sherman and Stamford, Tex., vacated and set aside. In all other 
respects the order shall remain in full force and effect. 

No. 26006, Tri-State Packers’ Association, Inc., et al. vs. Penn- 
sylvania et al., and No. 26767, Same vs. Same. Petitions of com- 
plainants for reconsideration denied. 

No. 14859, Southern Produce Co. et al. vs. D. & P. S. et al., and 
a sub-number thereunder, Paris Grocery Co. vs. H. & T. C. et al.; 
No. 15783, Moore Grocery Co. et al. vs. T. & P. et al.; No. 15887, 
Brown Produce Co. et al. vs. A. & V. et al., and a sub-number there- 
under, Bartlett Produce Co. et al. vs. A. T. & S. F. et al.; No. 16498, 
Harkrider-Keith-Cooke Co. et al. vs. G. H. & S. A. et al.; No. 17230, 
Sames, Moore & Co. et al. vs. D. & P. S. et al., and three sub-num- 
bers thereunder, Texas Produce Co. vs. G. H. & S. A. et al., Amis 
Brothers Co., Inc., vs. A. & V. et al., and Schenecker Produce Co. 
et al. vs. B. S. L. & W. et al.; No. 17628, Jacksonville Produce Co. 
vs. B. S. L. & W. et al.; No. 18579, J. E. Bryant Co. vs. Ft. W. & D. 
Cc. et al.; and a subnumber thereunder, A. G. Winn Produce Co. et al. 
vs. T. & P. et al.; No. 19058, A. J. Thompson Produce Co. et al. vs. 
B. S. L. & W. et al.; No. 19112, Kansas City Produce Co. et al. VS. 
G. H. & S. A. et al.; No. 19347, Pruitt Commission Co. et al. vs. B. S. 
L. & W. et al.; No. 19511, Home Star Produce Co. et al. vs. T. & P. 
et al.; No. 19954, Gugenheim-Goldsmith et al. vs. C. R. I. & G. et al.; 
No. 20212, Desel-Boettcher Co. et al. vs. G. H. & S. A. et al., and a 
sub-number thereunder, Alexander Marketing Co. et al. vs. B. S. L. 
& W. et al.; No. 21484, Draper-Ross Produce Co. vs. Ft. W. & D.C 
et al.; No. 22406, C. J. Baldwin Produce Co., Inc., et al. vs. T. & N. 
O. et al.; No. 22749, Schenecker Produce Co. vs. B. S. L. & W. et al.; 
No. 23238, Jacksonville Produce Co. vs. I1.-G. N. et al., and two sub- 
numbers thereunder, Moore Grocery Co. vs. G. C. & S. F. et al., and 
Gugenheim-Goldsmith Co. et al. vs. I.-G. N. et al.; No. 23765, B. W. 
Randolph, Inc., vs. G. C. & S. F. et al., and a sub-number there- 
under, Ft. Worth Wholesale Grocer-Produce Co. et al. vs G. C. & 
S. F. et al.; No. 24409, Carroll-Brough & Robinson et al. vs. C. R. I. 
& G. et al., and a sub-number thereunder, Nash Finch Co. vs. C. R. 
I. & G. et al.; and No. 25899, El Paso Freight Bureau et al. vs. A. T. 
& S. F. et al. Petition of A. T. & S. F. et al. for modification of the 
report in these cases and to vacate and set aside in part the order 
in these cases, denied. 
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November 23, 1935 


NEW HAVEN INVESTIGATION 


The Trafic World Washington Bureau 


How soon hearings will be begun in No, 27221, the New 
Haven investigation, is a point in connection with that matter 
on which members of the Commission’s staff having to do with 
it have no opinion at this time. The one fact they do know 
is that the inquiry will be largely one of going through the 
accounts of the carrier to trace out the drains on its resources 
caused by what are called its non-carrier operations, that is, 
dealings in real estate, power enterprises as part of its finan- 
cial interest in trolley properties and things of that sort. 

That going through the accounts will be done largely, if not 
wholly, by the Bureau of Accounts of the Commission. Com- 
missioner Mahaffie has administrative charge of the inquiry. At 
the time the order instituting it was issued there was no thought 
that hearings either by Commissioner Mahaffie or before the 
entire Commission or a staff of examiners would be desirable 
or necessary in the immediate future. 

So far as known the inquiry has no phases suggesting the 
submission of facts to a grand jury or the beginning of suits for 
the collection of forfeitures because of failure by the company 
to make reports of the sort called for by the interstate commerce 
act. A thought is that the inquiry can result chiefly in the presen- 
tation of facts to Congress to persuade it that it should give the 
Commission complete power over all the expenditures of rail- 
road companies so that every move of a railroad company to 
spend money would be subject to check by the Commission 
which it does not have in so-called non-carrier operations. 

John J. Pelley, president of the Association of American 
Railroads, who was president of the New Haven, when he be- 
came head of the railroad association about a year ago, in 
response to inquiries as to what he thought about the Commis- 
sion’s announced investigation of the New Haven, declared the 
investigation could serve no useful purpose. He saw in the 
move of the Commission to make such an inquiry ‘a radical 
departure” from its past attitude with respect to such matters 
which he characterized as “conservative.” He said the Com- 
mission already had in its possession all the information it 
could obtain by the inquiry and that the Commission knew this. 
He expressed apprehension as to the effect of the inquiry on 
New Haven patrons and security holders, 

Mr. Pelley, in reviewing New Haven developments while he 
was president of the road, said he knew of only three trans- 
actions which depleted the road’s cash reserves and indicated 
that all these would have turned out all right if the depression 
had not set in. He referred to the New Haven paying off 
$25,000,000 of bonded indebtedness in 1929 when this debt could 
have been refunded at a favorable rate of interest; to an invest- 
ment of $5,000,000 in the Waldorf-Astoria Hotel, which, he said, 
was paying a substantial return now, and response to President 
Hoover’s recommendation to industry that it make capital expen- 
ditures to bring about reemployment in the early part of the 
depression, as to which the New Haven made expenditures of 
about $15,000,000. 


The total of these expenditures, $45,000,000, Mr. Pelley said, 
represented more than enough to have prevented the road going 
into the hands of trustees, the New Haven having had a floating 
debt of approximately $27,000,000 when the petition under the 
federal bankruptcy act was filed. 


Mr. Pelley said he knew of no logical reason for the Com- 
mission’s inquiry and expressed the view that “public hearings” 
would be particularly objectionable because of possible miscon- 
struction being placed on evidence. 


Confronted with the suggestion that possibly the inquiry 
might be a forerunner to recommendations for legislation provid- 
ing complete regulation of carrier expenditures for operating and 
non-operating purposes, because of the effect of such expenditures 
on carrier credit and the interest of investors in rail securities, 
Mr. Pelley said should that be the case, the government might 
as well take over the railroads and operate them entirely as 
such regulation would invade the field of managerial discretion 
to such an extent that private operation and ownership would 
not be possible. 


_ “Some of the newspapers have indicated a hostile aspect 
in the investigation of the New Haven just ordered by the 
Commission,” wrote Howard S. Palmer, president of the New 
Haven, in a letter to Commissioner Mahaffie. 

“While I regret the unfavorable publicity just at this time, 
I have stated, in reply to numerous inquiries, that I did not so 
construe the order. 

“As I understand from today’s papers that you are to have 
charge of the investigation, I am writing to assure you that I 
and my entire staff will be pleased to cooperate with you in the 
development of such data and information as you may desire 
from us for the purpose of the investigation.” 

Replying to Mr. Palmer, Commissioner Mahaffie said he 
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had not seen the newspapers referred to “as indicating a hostile 
aspect.” 

“I am glad to note that you do not so construe the order,” 
said Commissioner Mahaffie. “I appreciate your very courteous 
offer on behalf both of yourself and your staff to cooperate in 
the development of data and information for the purpose of 
the investigation. We shall want to avail ourselves of your help 
in that regard.” 

Chairman Jones, of the RFC, November 20, in answer to 
a question, said he was not in disagreement with the Commis- 
sion as to denial of the New Haven’s application for extension 
of its loan and as to the need of reorganization of the carrier 
in the public interest. He said he had advised President Palmer 
that the road was in need of reorganization before the car- 
rier’s application for extension of the loan was filed with the 
Commission. This was the chairman’s answer to reports that 
he was in disagreement with the Commission as to the han- 
dling of the New Haven loan application. 


C. G. W. TRUSTEES 


The Commission, by division 4, in Finance No. 10772, Chi- 
cago Great Western Railroad Co. reorganization, on petition of 
that carrier, has ratified the appointment of Patrick H. Joyce 
and Luther M. Walter to be trustees for reorganization. They 
were appointed by the federal court for the northern district of 
Illinois, eastern division, their appointment to be effective the 
first day of the calendar month after ratification and the filing 
of their bonds and approval thereof by the court. 

The Commission pointed out that Mr. Joyce was the presi- 
dent, a director and the chairman of the executive committee 
of the debtor corporation, and that he expected to retain the 
position of president of the debtor corporation. In view of that 
fact, said the report, the ratification of his appointment as 
trustee was qualified by the requirement that his only compensa- 
tion from the estate of the debtor “shall be that allowed to him 
as trustee by the judge, within maximum limits to be hereafter 
approved by this Commission, as reasonable, while he serves 
as trustee of the debtor.” This will prevent Mr. Joyce receiv- 
ing compensation as an officer of the corporation while he is 
trustee. The report said Mr. Walter was a practicing lawyer 
of Chicago, Ill., and expected to continue as such during service 
as trustee, to the extent that he might without conflict in inter- 
ests or impairment of his services as trustee. It said he had 
not, within one year of date of his appointment, been an officer, 
director or employe of the debtor corporation, of any subsidiary 
corporation, or of any holding company connected therewith, 
and that he had no holdings of the debtor’s securities or its 
subsidiaries or affiliates or of securities guaranteed by the 
debtor. 

In connection with the petition of the Chicago Great West- 
ern for ratification of the appointment of trustees, Patrick H. 
Joyce, trustee, informed the Commission that his wife, Ida F. 
Joyce, among other securities, holds 300 shares of common stock 
of the Kansas City Southern. Mr. Joyce said he had bank loans, 
secured by collateral, from the Drovers Trust & Savings Bank of 
Chicago, the First National Bank of Chicago, and the Cleveland 
Trust Co. of Cleveland. 


NEW YORK CENTRAL FINANCING 


The New York Central, in Finance No. 11019, has asked for 
authority from time to time to issue and reissue promissory 
notes in amounts not exceeding $75,000,000 to bear interest at 
not to exceed 6 per cent, and to pledge and repledge as col- 
lateral for such notes not to exceed $175,000,000 of its refunding 
and improvement mortgage 6 per cent bonds, series C. Those 
bonds were authorized by the Commission in an order dated 
December 22, 1931, 180 I. C. C. 155, and $75,000,000 by an order 
dated June 20, 1932, 184 I. C. C. 685. 

Authority heretofore granted, the applicant said, was sub- 
ject to the limitations that the notes must be payable on de- 
mand, not later than December 31, 1935. The authority to pledge 
and repledge the bonds mentioned is also limited to December 
31, 1935. 

The early approach of the date when the authority expires 
is the reason for this application. The proposed notes, the 
application says, are to be given to banks or other lenders of 
money in return for loans, or in renewal of or substitution for 
notes previously given, of like amount. No arrangements have 
yet been made in regard to the loan, says the application. Ap- 
plication, however, it is declared, is contemplated to the Rail- 
road Credit Corporation for renewal in part of the note held by 
it, that note being payable on demand, but if no demand is 
made, then on or before December 31, 1935. 

Orders heretofore issued by the Commission, the application 
recites, authorized the pledging of the series C bonds as col- 
lateral security for the notes at a ratio of not exceeding $125 
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in value of bonds, at the prevailing market price, to $100, face 
amount of the notes. Under the authority of the orders of the 
Commission, the applicant has issued and has now outstanding 
$65,776,726.23 of notes for which there is pledged as part of the 
collateral security therefor $93,800,000 of the series C bonds. 
In addition, says the application, the carrier has issued to RFC 
in return for loans $27,499,000 of its three year notes and has 
pledged as part of the collateral security therefor, $60,595,000 
of series C bonds. 

Chairman Jones, of the Reconstruction Finance Corporation, 
November 20, made public correspondence revealing acceptance 
by the New York Central of a proposal of the RFC that, on 
payment by the carrier of notes aggregating $15,600,000, due 
December 1, it would extend until July 1, 1941, at 4 per cent 
interest, $11,899,000 of the balance of the N. Y. C. notes held 
by the government lending agency, with the provision that 
should the N. Y. C. pay a greater rate of interest than 4 per 
cent on its present existing bank loans, the N. Y. C. will pay 
the same rate to the RFC. Chairman Jones said the bank loans 
in question, which total approximately $63,000,000, now bore 
4 per cent interest. 

The extensions will be subject to prior approval by the 
Commission. Payment of the $15,600,000 on December 1 will 
not prejudice future borrowings should the N. Y. C. find it 
necessary to apply again to the RFC, under the RFC proposal. 
The correspondence was between Chairman Jones and Harold S. 
Vanderbilt on behalf of the carrier. The latter said in a letter 
to the chairman that the $15,600,000 would be paid December 1 
and also that the creditor banks were in accord with the pro- 
posal. 

“Due to the company’s improved cash position,’ wrote Mr. 
Vanderbilt, “this payment will be made without recourse to 
any borrowing.” 

Mr. Jones said the N. Y. C. would continue the bank loans 
for the present and that if conditions continued to improve 
something might be done after the first of the year as to retir- 
ing the bank loans with bond issties. He spoke favorably of 
the financial outlook for the N. Y. C. He said the cash position 
of the carrier would be substantially improved this year. The 
RFC loans were unusually well secured, said he. He said the 
carrier now had $15,000,000 in cash above a normal working 
balance. If things went as well with the N. Y. C. as they had 
been going, said he, it estimated it could reduce its indebtedness 
at the rate of $12,000,000 or $15,000,000 a year. 

This is the outcome of the episode which caused a flurry 
in financial circles recently when Chairman Jones made public 
correspondence revealing a difference between the carrier and 
the banks, on the one hand, and the RFC, on the other, as to 
the handling of the carrier’s refinancing problem. (See Traf- 
fic World, Oct. 5, p. 537.) At that time Chairman Jones took 
the position that the banks and the RFC should exchange their 
notes for bonds while the banks proposed that the loans be 
placed on the basis of demand loans. 


Cc. & E. i. REORGANIZATION 


In a letter to Director Sweet, of the Commission’s Bureau 
of Finance, Louis B. Wehle, of counsel for the protective com- 
mittee of Chicago & Eastern Illinois general mortgage 5 per 
cent gold bonds, has asked for additional time in which to file 
a brief in support of the committee’s contention that the debtor’s 
reorganization plan is prima facie impracticable and unsound. 
He said the brief had been prepared but not approved by the 
committee. 


Cc. M. ST. P. & P. REORGANIZATION 


A petition asking that the Commission hold a hearing before 
it ratifies the appointment of any trustees for the Chicago, Mil- 
waukee, St. Paul & Pacific, was filed in Finance No. 10882, in 
the matter of C. M. St. P. & P. reorganization, by James D. 
Colyer, Louis I. Kane and Henry Schenk, as the independent 
committee for the protection of Chicago, Milwaukee, St. Paul & 
Pacific Railroad Company bondholders. The proposed trustees 
are Walter J. Cummings, George I. Haight and Henry A. Scan- 
drett. The committee charges banker domination of the road 
and asserts that the investors “of this road must regard with 
uneasiness the prospect of Mr. Scandrett becoming a trustee, 
placed in a position where he can frustrate any real investigation 
into the past of this road.” It is alleged that the petitions filed 
by the proposed trustees are all silent on the vital point as to 
relation of the petitioners to the bankers, officers and members 
of the board of directors of the C. M. St. P. & P. As to Mr. 
Cummings the committee says he appears to be a codirector 
with Mr. Scandrett on the board of the Continental Illinois Na- 
tional Bank & Trust Co., and it also appears he is still president 
of the Cummings Car & Coach Co., and a director of the Amer- 
ican Car & Foundry Co., both companies engaged in the sale of 
railroad equipment, and that it is not disclosed whether or not 
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these companies have had any dealings with the carrier. Stating 
Mr. Cummings showed he was one of the receivers of the Chicagy 
Railways Company and chairman of the board of directors or , 
director in five other companies, the committee said a hearing 
would be helpful in ascertaining from Mr. Cummings how he 
proposed to divide his time among the various activities. 

Mr. Cummings, supplementing his application to serve ag 
strustee of the C. M. St. P. & P., submitted to the Commissioy 
information as to his private holdings of securities. He sgaij 
the Cummings Car & Coach Co., of which he is president, haj 
ceased operations January 1, 1932, and was being liquidated, 
He said he was one of three endorsers on a note of the Grinne]] 
Washing Machine Co. for $75,000, and that he was guarantor of 
a note of the Des Moines Foundry & Machine Co. for $50,000, 
These notes were amply secured and not in default, said he, 

The Commission granted the petition for a hearing to be 
held December 2 in Washington before Director Sweet, of the 
Bureau of Finance. 

James D. Colyer, Louis I. Kane and Henry Schenk have beep 
permitted to intervene in the C..M. St. P. & P. reorganization 
proceeding as an independent committee for the protection of 
C. M. St. P. & P. bondholders. 


UNCONTESTED FINANCE CASES 


Fourth supplemental report and fifth supplemental order in F, DP, & 
No. 10297, Pennsylvania R. R. Co. Securities, modifying order of Jan- 
uary 22, 1934, so as to limit to not exceeding $31,900,000 the amount 
of 30-year secured 4 per cent serial bonds that may be issued there- 
under by the Pa. R. R. Co. with certain changes in connection there- 
with as provided for in a proposed supplemental indenture to be 
dated November 1, 1935, approved. 

Report and certificate in F. D. No. 10988, Kanawha & Michigan 
Ry. Co. Acquisition, authorizing the Kanawha & Michigan Ry. Co. to 
acquire the properties of the Point Pleasant Bridge Co. in Mason 
County, W. Va., and Gallia County, Ohio, approved. 

Report and certificate in F. D. No. 10948, Boston & Maine R. R. 
abandonment, permitting the Boston & Maine R. R. to abandon part 
of a line of railroad in Merrimack County, N. H., approved. 


FINANCE APPLICATIONS 


Finance No. 11018. Carlton & Coast Railroad Co. asks authority 
to abandon that part of its old line lying between Cedar Creek Junc- 
tion and Tillamook Gate, Ore., a distance of about 4 miles. The 
line between those points has been relocated and the old track is 
not needed. 

Finance No. 11020. Frank O. Lowden, James E. Gorman, and 
Joseph B. Fleming, trustees of the Chicago, Rock Island & Pacific 
and the Rock Island, Arkansas & Louisiana, ask for authority to 
abandon part of the Rock Island, Arkansas & Louisiana about 2.8 
miles long near Camden, Ark., and trackage rights over the St. Louis 
Southwestern, the whole line, including trackage rights, being about 
20 miles long. The applicants alleged that the revenues from the line 
sought to be abandoned were insufficient to pay expense of operation 
and taxes. 

Finance No. 11021. Central of New Jersey asks authority to 
abandon 3 miles of track from Greenwich station to Bayside, N. J. 
The applicant says that the track leads to a pier which has mot been 
used except on rare occasions for several years. : 





LOANS TO RAILROADS 


Chairman Jones, of the RFC, said November 20, he knew 
of no reason why loans of the Southern Railway, maturing 
December 20, would not be extended. 

Asked whether the RFC would lend money to carriers to 
meet expenses caused by the social security and railroad re- 
tirements acts, Mr. Jones said it would lend money on adequate 
security. 

The Public Works Administration has authorized a loan of 
three million dollars to the Illinois Central for air conditioning 
of cars and maintenance of equipment. 


PETITIONS FOR REHEARING, ETC. 


No. 23842, State Corporation Commission of Virginia et al. Vs. 
N. & W., and No. 23817, Southwestern Virginia, Inc., et al. vs. N. & 
W. et al. Complainants in No. 23817 ask for reargument and/or re- 
consideration respecting the question of reparation to certain com- 
plainants. 

No. 21894, Lehigh Stone Co. vs. Baltimore & Ohio. Chicago, In- 
dianapolis & Louisville and Elgin, Joliet & Eastern, defendants ask 
for modification of order. 

No. 26707, State Corporation Commission of Virginia et al. VS. 
Pennsylvania et al. Complainants ask for oral argument, and/or re- 
consideration of the decision of division 2. 

No. 26708, Hope Brick Works vs. A. T. & S. F. et al. Defendants 
ask for reopening, vacation of order entered herein, and either oral 
hearing de novo or consideration thereof by the entire Commission. 

No. 20599, Parkersburg Rig & Reel Co. vs. A. T. & S. F. et al. 
Southwestern carriers, defendants, ask for modification of order s0 
far as same refers to rates on lumber and portable wooden houses, 
knocked down, from Spearman, Tex., to Pyote, Tex. 

No. 26634, Merchants’ Exchange of St. Louis vs. M-K-T et al. De- 
fendants ask for reconsideration, for reargument before the full Com- 
mission, and for vacation of orders. 

‘No. 17000, part 8, cottonseed, its products and related articles. 
Cc. R. I. & G. asks for revision of the southwestern region western 
—-r line as defined on page 613 of the original report, 188 I. C. C. 


"No. 23684, Union Mirror Co. et al. vs. B. & O. et al. Complainants 
ask for reopening and reconsideration. 
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N. IL. T. L. Meeting 


League in Annual Session at Chicago Adopts Principles for Highway Regulation, Considers 
Legislative Matters, and Sets Up Machinery for Combating Government Owner- 
ship—Lacey New Executive Secretary—Offices to Move to Washing- 
ton—W. R. Scott Elected President 


ORE than 300 members were reg- 

istered before the opening of the 

first session of the annual meeting 
of the National Industrial Traffic League 
at the Palmer House, Chicago, November 
20, a larger number than at any previous 
meeting of the league since 1929. In ad- 
dition there were registered some 50 vis- 
iting traffic men from the United States 
and Canada. 

Nearly all of the first day of the meet- 
ing was taken up with consideration of 
the car demurrage and storage committee 
and the highway transportation commit- 
tee reports. A number of less important 
reports, most of them merely presented 
for information or reporting progress, were 
also considered and passed on. 


Beek Retires 


At the outset, F. M. Renshaw, traffic 
commissioner, Buffalo, N. Y., Chamber of 
Commerce, president of the league, who 
presided at the meeting, called on W. H. 
Day, manager, transportation bureau, Bos- 
ton Chamber of Commerce, chairman of 
the executive committee, to make an an- 
nouncement. Mr. Day said that the ex- 
ecutive committee on the day before had 
retired Joseph H. Beek, who had been 
executive secretary for fifteen years. He 
said the retirement had been effected un- 
der “the most favorable arrangements for 
Mr. Beek.” Edward F. Lacey, who has 
been connected with the league in vari- 
ous capacities since 1916, and who has 
been assistant treasurer for a number of 
years, was chosen to succeed Mr. Beek, 
he said. His announcement of the pro- 
motion of Mr. Lacey met with applause, 
and Mr. Lacey, in a brief talk, paid tribute 
to Mr. Beek under whom he haid received 
his training and asked from the members 
of the league the full cooperation they had 
so long given to his predecessor. 


Executive Committee Report 


Following the introduction by Mr. Ren- 
shaw of A. S. Kirk, Toronto, president of 
the Canadian Industrial Traffic League, 
and other officers of that organization, Mr. 
Lacey read the report of the executive 
committee. The report contained several 
recommendations, all of which were 
adopted unanimously by the meeting. 
These included a proposal to arrange for 
payment of members’ dues on a quarterly 
and semi-annual basis in addition to the 
annual basis now in force, a revision of 
the by-laws to make all expenditures voted 
at meetings of the league reviewable by 
the executive committee, and the dis- 
charge of the special committee on Ex 
Parte 115, the work of which, the com- 
mittee said, was completed. The report 
also recommended that the league move 
its executive offices from Chicago to Wash- 
ington and that the president appoint a 
committee of three to make the necessary 
arrangements. This recommendation was 
adopted, as also was one declining the in- 
vitation extended to the league by the 
Transportation Association of America to 
select a member to serve on the board 
of directors of that association, The com- 


mittee’s recommendation in the latter mat- 
ter was in the following words: 


The executive committee recommends that 
the president be instructed to advise the 
Transportation Association of America that, 
while the league is in full sympathy with its 
announced efforts to prevent government 
ownership of railroads, in view of the fact that 
it has been our consistent policy never to 
affiliate with any other organization, it is 
compelled to decline this invitation. 


The suggestion was made from the floor 
that the league might well include in this 
declination an invitation to the Transpor- 
tation Association to join the league, but 
the suggestion was not included in the 
motion under which the committee’s rec- 
ommendation was unanimously adopted. 

The executive committee also recom- 
mended that the functions of the commit- 
tee on cooperation with the railroad ex- 
ecutives be broadened to give it power to 
deal also with motor, air and water ex- 
ecutives and that its name be changed to 
the committee to cooperate with trans- 
portation executives. This recommenda- 
tion was adopted. Finally, the report said 
that the next annual meeting of the league 
would be held in New York City, Novem- 
ber 19 and 20, 1936, with the executive 
committee meeting on the two days imme- 
diately before. The matter of a possible 
spring meeting and the time and place of 
it if held would be decided later by the 
committee, the report said. Those matters 
were merely for information, calling for 
no action by the meeting. 


Demurrage and Storage 


C. B. Tefft, Toledo, reporting as chair- 
man of the car demurrage and storage 
committee, spoke of attempts made by his 
committee to get changes in demurrage 
rule 1, section B, paragraph 4 (a), note 1, 
so as to liberalize somewhat the restric- 
tions on demurrage exemptions on pri- 
vately owned or leased cars. He said that 
the demurrage committee of the Associa- 
tion of American Railroads had expressed 
willingness to discuss the matter further, 
but that the Commission’s director of 
service had ordered the railroads to pub- 
lish a rule in which only minor changes 
were made. In view of this, he said, his 
committee had no alternative but to report 
the matter as information. He suggested 
that after publication of the new rule, in- 
dividual shippers might well state their 
objections to the Commission informally 
or by formal complaint. 

Other proposed changes in the demur- 
rage rules, the repart said, were before 
the A. A. R. committee for consideration 
and could only be reported as in progress 
and for information. Among these were 
a new note 2 to rule 2-A-1 having to do 
with demurrage assessments on cars held 
by line haul railroads for surrender of 
bills of lading or payment of charges be- 
fore turning over to a consignee located 
on a switching railroad and a proposal to 
clarify by official interpretation the mean- 
ing of the word “serve” in rule 8-A-2. 

The committee recommended that ac- 
tion on proposed changes in rule 2-B, deal- 
ing with cars in intraplant service, be 


held in abeyance until the controversy 
raised by the Commission’s orders in Ex 
Parte 104, part 2, was settled. This rec- 
oOmmendation was adopted by the meeting, 
having been earlier approved by the execu- 
tive committee. 

Efforts to amend rules 3-D and 5-A, hav- 
ing to do with constructive placement of 
cars, the committee said, had been aban- 
doned on the agreement by the railroads 
to accept the following interpretation: 


When a car is held on constructive place- 
ment at request of or because of inability 
of consignee to receive it and car is held at 
other than nearest yard ordinarily used in 
serving consignee’s track, the time of move- 
ment from hold point to nearest yard will 
be added to free time allowance of consigneé 
provided, in the interim, consignee has not 
been kept supplied with cars in accordance 
with his ability to unload. If it has, no addi- 
tional free time should be allowed. 


This action on the part of the commit- 
tee also had the approval of the executive 
committee and was approved by the meet- 
ing. 

The committee reported success in its 
attempts to have adopted a new note to 
rule 4-E so as to exempt shippers from 
charges for telegraphic information on 
cars when the shipper had himself issued 
the hold over order and when a note to 
the effect that “no such notice is desired’ 
was made on the bill of lading. It asked 
approval of this action, which had already 
been approved by the executive commit- 
tee. The meeting voted such approval. 
Along the same lines, the committee said 
it had objected to a ruling that a tele- 
phone notice was a “wire notice” in the 
meaning of the rule and that the A. A. R. 
committee had agreed that “wire notice” 
would hereafter be interpreted to mean 
notice by telegraph. That action, having 
had the approval of the executive commit- 
tee, was also approved by the meeting. 

Complete revision of rule 4-E, as sug- 
gested to the committee at the 1934 an- 
nual meeting, the committee said, had 
been under way in cooperation with the 
A. A. R. committee, but that committee 
had since withdrawn the matter from its 
docket and there seemed to be nothing to 
do about it at the moment. This informa- 
tion called for no action. 

An amendment to rule 8-B-2 providing 
for acceptance of the receipted bill as evi- 
dence of payment of demurrage as orig- 
inally charged in presenting claims for 
bunching had been adopted by the A. A. R. 
committee subject to the approval of the 
league, the report said, and the league 
committee was now asking for that ap- 
proval, both for the change in the demur- 
rage rule and a similar change in storage 
rule 7. The executive committee had 
recommended approval of the changes and 
the meeting accorded it. 

Changes in rules 2-b-5 and 8-F providing 
for modification of free-time restrictions 
on cars containing freight in bond were 
also approved by the meeting, having pre- 
viously had the endorsement of the execu- 
tive committee. 

A new note to rule 9-G, defining the 
word “consignee” in connection with “in 
care of .” shipments was also put 
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before the meeting for approval by the 
committee. It read: 


For the purpose of this rule, the term “con- 
signee’’ means the party to whom a shipment 
is consigned; except, when he notifies this 
railroad, in writing, that a party in whose care 
the shipment is consigned, or to whom it is 
ordered for delivery, is the absolute or quali- 
fied owner thereof and responsible for all 
freight and other charges, in which event 
such party will be considered as consignee 
after car has arrived at destination shown in 
the bill of lading. 


The executive committee, the commit- 
tee said, had approved the note and the 
meeting followed suit. 

Coupled with the revision in rule 2-B-5 
considered earlier, the committee told of 
success in getting an extension of free 
time to 48 hours on cars that had to clear 
custom houses. This action was approved, 
as it had been approved by the executive 
committee. 

Clarification of rule 8-a-2 by the inser- 
tion of a parenthetical clause, and progress 
in the recodification of demurrage and 
storage rules were matters that required 
no action by the meeting, the report said. 

A revision in item, item 5, section 1, de- 
murrage tariff 4-O, governing general ex- 
ceptions to the application of demurrage 
rules and charges was approved by the 
executive committee and by the meeting. 
As revised, the item read: 


Cars moved in milk, mixed or passenger 
trains and used in transporting milk and/or 
milk products as listed in tariffs of the indi- 
vidual carriers, governing their transporta- 
tion, lawfully on file with the Interstate Com- 
merce Commission and/or State Railroad or 
Public Service Commission, when other rules 
and/or charges applicable to the detention of 
the cars are provided therein. 


Other matters recommended by the com- 
mittee, approved by the executive commit- 
tee and adopted by the league were the 
insertion of the word “written” in rule 9 
governing average agreements, necessi- 
tated, the committee said, by a decision 
of the Commission holding agreements un- 
der the rule valid even where no written 
contract had been executed, and a minor 
change in storage rule 2-B-1 providing for 
the prompt sending of notices of refusals 
by consignors to accept L. C. L. shipments. 

The report as a whole was approved by 
the league. 

Ex |Parte 104 


G. A. Blair, Chicago, made a brief re- 
port as chairman of the special committee 
on Ex Parte 104, part 2. He said that the 
league had not felt financially able to 
carry the burden of litigation in those mat- 
ters further but that an effort was being 
made to finance the league’s further efforts 
by means of voluntary contributions from 
members. The cancellation by the Com- 
mission of allowances to industries for 
plant switching services, he said, indicated 
a trend toward the adoption of a general 
spotting charge and hence the matter af- 
fected all shippers whether or not they 
individually required plant switching serv- 
ice. His report required no action. 


Nominating Committee Report 


F. J. Dowd made the report of the nom- 
inating committee for candidates to be 
voted on at the opening of the second 
day’s sessions. Before the close of the 
meeting on the first day, Mr. Renshaw 
called for additional nominations. None 
being forthcoming, it appeared that the 
nominations were tantamount to election. 
Those nominated were: 

President, Walter R. Scott, traffic com- 
missioner, Board of Trade, Kansas City, 
Mo.; vice-president, William A. Moore, 
general traffic manager, New Jersey Zinc 
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Company, New York, N. Y.; treasurer, 
Roy W. Campbell, traffic director, Butler 
Paper Corporations, Chicago; regional 
vice-presidents, R. W. Poteet, New Britain, 
Conn.; G. F. Hichborn, New York City; 
F. A. Doebber, Indianapolis, Ind.; Carl 
Giessow, St. Louis, Mo.; A. W. Cary, Bir- 
mingham, Ala.; W. ¥. Hancock, Hous- 
ton, Tex.; C. T. Vandenover, Minneapolis, 
Minn.; I. F. Lyons, San Francisco, Cal.; 
members of the board of directors, R. F. 


Bohman, Gardner, Mass.; R. W. Burke, 
Chicopee, Mass.; F. S. Davis, Boston; 
A. H. Ferguson, New Bedford, Mass.; 
N,. W.. Ford,. Hartford, Conn.; J. 8H. 
McCann, Boston, Mass.; W. H. Pease, 
Bridgeport, Conn.; W. P. Libby, North 
Plymouth, Mass.; T. B. Baker, Wilming- 


ton, Del.; E. C. Bockstedt, Auburn, N. Y.; 
C. W. Braden, New York City; F. W. Bur- 
ton, New York City; J. A. Coakley, Pitts- 
burgh, Pa.; C. D. Dooley, Jersey City, 
N.J.; R. C. Fulbright, Washington, D. C.; 
H. K. Faye, New York City; H. M. Freer, 
New York City; P. L. Howard, Philadel- 
phia; W. T. Lowe, Pittsburgh; R. R. Lud- 
deke, New York City; W. E. Malone, Buf- 
falo, N. Y.; J. S. Marvin, New York City; 
D. O. Moore, Pittsburgh; C. H. Rolf, Phila- 
delphia; A. J. Sevin, Pittsburgh; H. J. 
Wagner, Norfolk, Va.; L. Z. Whitbeck, 
New York City; J. E. Wilson, Buffalo, 
N. Y.; J. W. Bingham, Chicago; G. A. 
Blair, Chicago; R. B. Coapstick, Indian- 
apolis, Ind.; H. D. Fenske, Detroit; J. P. 
Haynes, Chicago; Sam Herndon, Cincin- 
nati; C. A. Lahey, Chicago; U. E. McFar- 
land, Toledo; T. J. McLaughlin, Chicago; 
E. C. Nettles, Battle Creek, Mich.; W. H. 
Ott, Chicago; H. D. Rhodehouse, Youngs- 
town, O.; C. R. Scharff, Detroit; L. V. 
Simms, Detroit; J. W. Peters, Anderson, 
Ind.; T. C. Burwell, Decatur, Ill.; M. N. 
Billings, Chicago; J. W. Montigney, Cleve- 
land; H. J. Zimmerman, Akron, O.; J. L. 
Bowlus, Milwaukee, Wis.; F. C. Bryan, 
Milwaukee, Wis.; H. S. Dickinson, Denver, 
Col.; E. H. Hogueland, Kansas City, Mo.; 
A. J. Koke, St. Louis; Charles S. Shackell, 
Kansas City, Mo.; J. H. Tedrow, Kansas 
City; C. F. Real, Topeka, Kan.; W. S. 
Whitten, Lincoln, Neb.; F. P. Willette, 
Atchison, Kan.; T. J. Burke, Charleston, 
S. C.; W. S. Creighton, Charlotte, N. C.; 
J. H. Donnell, Tampa, Fla.; M. M. Em- 
mert, Atlanta, Ga.; H. H. Knight, Bir- 
mingham, Ala.; H. J. Conley, Ft. Smith, 
Ark.; W. S. Cornell, Shreveport, La.; 
H. C. Eargle, Beaumont, Tex.; F. A. Leff- 
ingwell, Dallas, Tex.; A. G. T. Moore, New 
Orleans, La.; H. W. Roe, Tulsa, Okla.; 
E. H. Berg, St. Paul, Minn.; B. H. Over- 
ton, Winona, Minn.; F. B. Townsend, Min- 
neapolis, Minn.; A. B. Ayers, Minneapolis, 
Minn.; M. F. Smith, Minneapolis, Minn.; 
J. W. McCune, Tacoma, Wash.; Hal Rem- 
ington, San Francisco, Cal. 


Gray Speaks at Luncheon 


Nearly 600 attended the luncheon at the 
Palmer House at noon on the first day of 
the meeting. Mr. Renshaw presided. Carl 
Gray, president, Union Pacific, was the 
speaker. He said royal commands were 
to be obeyed and to a railroad man a ship- 
per was royalty. Hence he was glad to 
accept the league’s invitation. He gave a 
historical resume of the early railroads 
and their part in building the west and 
said that the land grants awarded them 
were in the nature of loans on which th2 
government was getting a 2.4 per cent re- 
turn in preferential rates. 

His outlook for the future was optimis- 
tic. In part, he said: 


_ Your interest as shippers is in service and 
in a fair charge for that service. I believe 
that your experience has satisfied you that 
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in service the best dependence has been the 
play of competitive factors. In the matte 
of rates you have in the first instance this 
same feature of competition, and in addition 
you have the regulating authority which has 
the power in the last analysis to determine 
reasonableness of charges. I believe, for jp. 
stance, that the much abused traffic depart- 
ment, which in addition to being the com. 
mercial side of the railroads is at the same 
time their diplomatic corps, is on the con. 
trary of prime importance. The bright young 
men who call upon you regularly, who under. 
stand your needs and problems, and who can 
interpret them, represent an asset the value 
of which you would begin to appreciate at 
its full value if they were abolished or ma- 
terially reduced. 

In my opinion the gravest mistake made by 
the Railroad Administration was in the prac- 
tical abolition of this field force. Your lack 
of knowledge after a shipment was made of 
the route it would follow, the 
secure, if necessary, the daily information 
about the progress of an important shipment, 
the attention to just claim matters, and their 
keen interest in searching out and developing 
traftic possibilities, were temporarily lost. On 
the other hand, the railroads lost their in- 
terpreter, and they became a selfless and 
therefore often an unreasoning authority. | 
am speaking somewhat from experience, as 
you probably know; and speaking as a rail- 
road officer of many years of experience, in- 
cluding service at Washington, I firmly be- 
lieve that no greater misfortune could over- 
take the American people, nor could any- 
thing more completely wet blanket the prog- 
ress of the fundamental transportation sys- 
tem than to lose the initiative, courage, and 
the development which private ownership and 
operation has given throughout the years. 

In your experience you know railroad men, 
and you have sensed their initiative and their 
courage under all conditions and in all cir- 
cumstances. You have seen them come back, 
reestablish themselves, and accomplish a regu- 
larity and dependability of service which is 
the envy of the railways in all other parts of 
the world. 

While there has been a great deal of talk, 
there has been no real organized thought 
which favors government ownership. The fear 
is expressed that the financial difficulties of 
the railroads will bring this about. The pres- 
ent indebtedness of the railroads to the gov- 
ernment is some 550 millions, but this is only 
3 per cent of their capitalization and an even 
smaller per cent of their admitted invest- 
ment. Just after the war the railroads owed 
the federal government over a billion dollars, 
all but 38 millions of which has been repaid 
with interest; and it attracted very little 
attention and was not even widely known. 

It is possible that some investors who have 
been deprived of returns would welcome, even 
advocate, a proposition that they be made 
whole by the government. I do not know that 
anything surrounds railway investment which 
differs in principle from any other investment, 
and government ownership, if it should come, 
will never be upon any such idealistic basis. 
If it comes it will be the result of over- 
whelmingly burdensome legislation, such as 
the social security, six-hour day, full crew 
and train limit bills, and the like, and ship- 
pers and the public generally should take a 
vital interest in these important questions. 

For my part I cannot see government op- 
eration in the picture. I cannot foresee, for 
instance, the government taking over and as- 
suming the operation of one form of trans- 
portation alone, and going into competition 
with literally millions of its own citizens on 
the highway and by water. What I do fore- 
see, and this is a much more pleasing pros- 
pect, is an acceptance by government and 
people alike of the principle that all forms of 
transportation shall be permitted to work out 
their own economic problems, fitting into that 
field for which they are best adapted, coor- 
dinating and cooperating wherever practicable, 
the sole criterion to be the public interest. 
In such circumstances, and under such con- 
ditions, the people of the United States would 
receive, as is their just due, the best trans- 
rortation in the world. 


Highway Transportation Report 


The report of the highway transporta- 
tion committee, presented by L. F. OI'T, 
chairman, began with a summary of the 
motor carrier act, prepared by leagues 
counsel and said that the law, enacted 
since the last meeting of the league “sub- 
stantially effectuated” the principles ad- 
vocated by it. However, the report added, 
there were still some things about which 
the league should concern itself with re- 
»spect to motor vehicle regulation both in 
the interpretation and administration of 
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the new law and the adoption of further 
jaws and regulations. _ These things the 
committee embodied in ten principles, 
which it said the league should adopt as 
necessary to preserve the inherent advan- 
tages of motor transportation. The prin- 
ciples were as follows: 


1. It is uneconomic and against the public 
interest to require the public to pay to sup- 
port that part of the transportation invest- 
ment which cannot be justified from a sound 
economic standpoint, and inasmuch as it is 
not known who will be appointed from time 
to time to administer any law, the committee 
is of the further opinion that in determining 
and prescribing rates, fares, charges, and/or 
practices the regulatory authority shall be 
governed by the costs and other conditions 
pertaining to highway transportation irrespec- 
tive of the cost, rates, fares, charges and/or 
practice of any other agency of transporta- 
tion, and more specifically that the rail freight 
rate classification and rail class freight scales 
are unsuited to highway transportation and 
considerably obsolete even for rail transport, 
and should not be used as a guide for de- 
termining the rates for highway transporta- 
tion. This right of the public is recognized 
by the Federal Coordinator, the National 
Transportation Committee, the National As- 
sociation of Railroad and Utilities Commis- 
sioners, and the Joint Committee of Railroad 
and Highway Users. There is no sound rea- 
son why this principle should not prevail. 

2. The regulatory authority should adhere 
strictly to the policy of developing and main- 
taining economical and efticient hignway 
transportation and insuring that such trans- 
portation will be fully protected in its natural 


advantages and not be placed at any undue 
advantage or any undue disadvantage. 
8. That federal regulation of motor high- 


way transportation should be under a specially 
tormed division of the Interstate Commerce 
Commission. This division should be empow- 
ered to create a motor highway bureau whose 
duties it shall be to handle all matters per- 
taining to the rate construction, tariff prep- 
aration, filing and proper maintenance of tar- 
iff files; statistical information, cost and gen- 
eral accounting, and all other matters per- 
taining to highway transportation should be 
handled in such bureau by capable men ex- 
perienced in motor transportation. 


4, There should be no regulation of any 
corporations or persons operating their own 
vehicles, not for hire, in interstate commerce, 
but common carriers should be regulated both 
with respect to maximum and minimum rates 
and contract carriers should be regulated only 
with respect to minimum rates, and that in 
determining all such rates the regulatory au- 
thority shall be governed by the cost and 
other conditions pertaining to highway trans- 
portation irrespective of tne cost, rates, fares, 
charges, and/or practices of any other agency 
of transportation. 


5. There should be no attempt to make 
arbitrary definition of what constitutes con- 
tract or common carrier. 


6. Nor unless and to the extent that the 
regulatory authority shall from time to time 
find that such application is necessary to carry 
out the policy of regulation shall the pro- 
visions apply to the transportation by motor 
Vehicle of persons or property in interstate 
or foreign commerce wholly within a mu- 
nicipality and its residential and industrial 
environs or wholly between two contiguous 
municipalities or their environs or within a 
zone adjacent to and commercially a part of 
any such municipality or municipalities. 


‘, An operator engaging in any part of in- 
terstate commerce should be required to ob- 
tain a certificate or permit. There should be 
a Proviso to require issuance of a certificate 
when no adequate service of a like kind, i. e., 
of the same Status, is available to meet all 
reasonable public demand, and that one per- 
Son should be allowed to hold both a certi- 
ficate and a permit. 


8. The provision in the law to revoke a 
certificate or permit may be used to unduly 
destroy property rights and should be re- 
pealed. Fines and imprisonment are sufficient. 


x. Wherever a carrier by railroad shall in 
ae oe with a motor highway route or 
roa es reduce the rates on the carriage of any 
a a freight to or from competitive 
a" it shall not be permitted to increase 
cae _rates unless after hearing by the Com- 
en it shall be found that such proposed 

rease rests upon changed conditions other 


than the eliminati i ay 
petition, on of motor highway com- 


hon Hearing should be conducted by exam- 
Ts appointed by the Commission and the 


Commission should have authority to invoke 


the Shreveport Princi rj spec i 
trastate raton ciple with respect to in- 


The Traffic World 


Most of the discussion from the floor on 
the report centered around principles 1 
and 10. With reference to No. 1 it was 
argued that the league ought not go def- 
initely on record as opposed to the appli- 
cation of rail classifications and rail class 
scales to motor traffic in all cases. Sev- 
eral members said that in their states 
truck tariffs were based on railroad scales 
and seemed to be working satisfactorily. 
A motion was made to strike from the 
principle the language ‘“‘and more _ spe- 
cifically that the rail rate classification 
and rail class freight scales are unsuited 
to highway transportation and consider- 
ably obsolete even for rail transport and 
should not be used as a guide for deter- 
mining the rates fer highway transporta- 
tion.” 

There were strenuous objections to this 
deletion. L. E. Muntwyler, Chicago, said 
that the only justification for the adoption 
of the rail classifications by motor trans- 
port operators he had heard that seemed 
valid was that it was expedient, but he 
predicted that once the truckers had 
adopted those classifications they would 
not be changed. Mr. Orr said there was 
an “insidious lobby” of rail traffic men 
working among truck operators seeking to 
have them adopt rail classifications and 
rail rate schedules. Some rail rate bu- 
reaus, he said, had offered their services to 
truckers’ organizations without charge or 
at very low charges in the hopes that they 
would do that, he said, the idea being 
that adoption of such classifications and 
scales would remove some of the flexibility 
from the rates and operations of the 
trucks and make them less effective com- 
petition for the railroads. 

R. C. Fulbright proposed, as a substi- 
tute motion, that the phrase sought to be 
deleted be amended as follows: “And 
more specifically that the rail freight clas- 
sification and the general system of class 
mileage scales as applied to rail transpor- 
tation are unsuited to highway transpor- 
tation and should not necessarily be the 
guide for determining the rates for high- 
way transportation.” This substitute mo- 
tion was adopted. 


An amendment to principle No. 4 was 
adopted without much discussion. It had 
the effect of beginning the principle with 
the words: “Except as to reasonable 
safety regulations there should be no reg- 
wiation ...." 

An attempt was made to delete from 
principle No. 10 all but the opening clause, 
which would have the effect of withholding 
the league’s endorsement of the Shreve- 
port principle in motor carrier regulation. 
W. H. Ott, a member of the committee, 
submitted a minority report asking for 
two or three years’ trial of the new law 
before advocating such an important addi- 
tion to it. He was joined in that plea 
by H. D. Fenske, another member of the 
committee, but the motion to amend the 
principle was lost. The ten principles as 
amended were then adopted by the league. 

The report also recommended that the 
meeting go on record as favoring reci- 
procity among states and the enactment 
of uniform state legislation governing the 
height, width, length, axle and wheel loads 
and speeds of motor vehicles “along the 
general lines recommended by the Ameri- 
can Association of State Highway Offi- 
cials.” There was some objection to 
adopting a position intended to endorse 
standards of state legislation about which 
the members of the league knew nothing 
except that they were advocated by an- 
other organization, but the recommenda- 
tion of the committee was adopted as pre- 
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sented. The meeting then also voted to 
adopt a principle which said that “taxation 
should only be for the purpose of com- 
pensating the government for the actual 
use of the highways by motor transport, 
and such fair property tax upon its prop- 
erty as is paid by other property.” 

A proposal, put forward by the commit- 
tee, to empower it to handle matters of 
truck rates, classifications, tariffs and bills 
of lading in the same degree as such 
power was held with regard to railroad 
rate and tariff matters by the league’s 
rate construction and tariffs committee, 
was adopted as also was another proposal 
authorizing the committee “to make a 
study of and recommend to the league 
members such measures aS appear proper 
in the promotion of safety on the high- 
ways and to make such recommendations 
to the Commission on advice of league 
counsel and approval of the league’s ex- 
ecutive committee that will best protect 
the interest of the private not-for-hire op- 
erators on the highways.” 


The committee then proposed that the 
league answer an invitation from the 
American Trucking Associations, Inc., to 
take part in joint conferences with its 
committee and one from the A. A. R., by 
adopting the following: 


Committees are to be appointed by the As- 
sociation of American Railroads and. the 
American Trucking Associations, Inc., in a 
stated endeavor to work out a basis for rates 
and classifications for highway transportation 
that will preserve the inherent advantages 
of highway transportation and of rail trans- 
portation. The league has been invited to par- 
ticipate. Believing such participation will be 
in the interests of the shipping public, the 
president is authorized and instructed to ap- 
point a committee for this purpose, composed 
of the chairman of the rate construction and 
tariffs committee, the classification commit- 
tee, the highway transportation committee and 
two other members to be selected by him. 
This committee shall have the services and 
advice of league counsel and their action 
shall be subject to the approval of the ex- 
ecutive committee. 


The proposal was adopted. It and the 
other proposals as presented to the meet- 
ing by the highway committee had the 
approval of the executive committee. The 
report of the committee as a whole, as 
amended, was adopted. 


E. A. Jack submitted the following res- 
olution from the floor: 


The league declares that the free movement 
of commerce in the United States is essential 
to the well being of this country and that the 
freest possible movement can be obtained and 
maintained only by retaining competitive rela- 
tionships between the different forms of trans- 
portation instrumentalities. Therefore’ the 
league further declares that the railroads 
should be denied the right to operate motor 
carrier service paralleling their rail services 
or to buy, operate or control a motor car- 
rier maintaining a service paralleling their 
rail services unless the Commission finds that 
no adequate nonrailroad owned motor truck 
service is available. 


Mr. Jack explained that this resolution 
was designed to oppose an increasing 
tendency among railroads to secure for 
themselves valuable trucking certificates 
and permits in an effort to rebuild the 
transportation monopoly they had enjoyed 
up to the entrance of the motor truck into 
the transportation picture. The resolution 
was adopted. 

Mr. Fenske made a motion to empower 
the highway committee to “arrange for 
the publication in the Traffic Bulletin of 
the rate and other proposals of the vari- 
ous truck rate bureaus.” He withdrew the 
motion on the suggestion that the matter 
would be studied by the highway commit- 
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tee and a report on it rendered to the 
league. 
Miscellaneous Reports 


Brief reports from the aeronautics com- 
mittee and the special committee on rates 
between points in the United States and 
Canada, were read by Mr. Lacey in the 
absence of R. J. Dellinger, chairman of 
the former, and H. A. Laird, chairman of 
the latter. The Aeronautics committee 
merely suggested that the league “should 
be slow in declaring its position.” Mr. 
Laird’s committee said that the system 
now in use for publishing through rates 
to and from Canada with regard to terri- 
torial boundaries was “highly satisfactory” 
and suggested that the committee be dis- 
charged. Both reports were adopted. 

T. C. Burwell reported as chairman of 
the transportation instrumentalities and 
car service committee. He said that rail- 
road service and car supplies were sat- 
isfactory with the exception of incipient 
local shortages in coal cars and some rel- 
atively unimportant shortages caused by 
the initiation of the average per diem 
plan. His report was for information 
only. It was accepted by the league as 
such. 

Mr. Jack, reporting as chairman of the 
freight claims and claims prevention com- 
mittee, said that further effort on the 
part of his committee to get a modification 
of the railroads’ position on percentage 
overhead allowances on loss and damage 
claims seemed hopeless because the rail- 
roads refused to reconsider the matter. 
He recommended that the matter be 
dropped from the docket and his recom- 
mendation was adopted. 


Inland Waterways 


The report of the inland waterways com- 
mittee was presented by F. S. Keiser. It 
recommended against the splitting of the 
committee in two, making of it an inland 
lakes committee and an inland rivers com- 
mittee. He said he thought the way to 
satisfy those on the rivers who thought 
the committee did not appreciate river 
problems sufficiently was to enlarge the 
committee and to give those interested in 
river transportation a larger representa- 
tion on it. That recommendation was 
adopted. 

The report included an analysis of the 
Commission’s decision in Docket 26143 by 
league counsel, with the information that 
relief from the interpretation of para- 
graphs 1 and 3 of section 3 of the inter- 
state commerce act contained in that de- 
cision could only be obtained by litigation. 
The committee suggested it be instructed 
to study the probable costs of such liti- 
gation and its suggestion was accepted by 
the meeting. 

The report added that no action on the 
part of the league was necessary in order 
to empower it to oppose actively the East- 
man waterway bill in Congress. It said 
the action taken at the 1935 spring meet- 
ing of the league was broad enough to 
cover such efforts on the part of the com- 
mittee. 

The report as a whole was adopted. 

J. S. Brown, Chicago, chairman of the 
finance and auditing committee, reported 
that the receipts of the league in the 
fiscal year ending October 31, 1936, were 
$35,538.11 and its expenses $43,539.41, 
making the operations for the year show 
a deficit of $8,001.30. His report was re- 
ceived. 

Officers Elected 


At the opening of the second day’s ses- 
sion, November 21, President Renshaw an- 
nounced that, no additional nominations 
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having been made for offices, he would en- 
tertain a motion to make the election of 
the selections of the nominating commit- 
tee unanimous. Thereupon such a motion 
was made and adopted and the president 
declared the men elected. Mr. Scott, the 
new president, was not present at the 
meeting, being cqnfined to his home in 
Kansas City by illness. 


The committee on cooperation with the 
transportation executives said, through its 
chairman, R. R. Luddecke, that it had un- 
der consideration the proposal to ask the 
railroads to docket all changes in rates 
made to meet truck competition but that 
nothing had been done in thé matter be- 
cause it was thought wise to wait until 
“changes now taking “place in the entire 
picture” had taken place. It recommended 
that the subject be continued on the docket 
and that recommendation was adopted by 
the league. A complaint referred to the 
committee by the diversion and reconsign- 
ment committee concerning changes made 
by the railroads in diversion and recon- 
signment rules without notification to the 
league committee, an action contrary to 
the agreement existing between the rail 
executives and the league, had, the report 
said, been referred to the executives who 
promised that in the future such matters 
would be referred to the league before 
adoption by them. That part of the report 
was for information only. Mr. Luddecke, 
reporting also as chairman of the express 
committee, said that that committee had 
had no work to do in the year. 


Classification Committee 


F. J. Dowd, reporting as chairman of the 
classification committee, detailed negotia- 
tions had with the railroads in an effort 
to have dunnage allowances restored on 
shipments in box cars. Following lengthy 
negotiations, he said, the matter was re- 
ferred to the chairmen of the territorial 
rail rate committees but, so far as he had 
information, little progress had been made 
there. That part of his report was one of 
progress. 

Following the action taken at the spring 
meeting of the league in Cincinnati, the 
report continued, the committee had made 
efforts to get a revision in rule 10, the 
mixed carload rule of the classification. 
He said the railroads’ committee countered 
the league’s proposal with another in 
which it accepted the principle of charging 
the applicable rates on the various com- 
modities in a mixed car, but proposed to 
charge for deficiencies in carload minima 
at the rate of the highest rated commodity 
in the car. The league’s desire was to 
have such excess charged for at the rate 
of the lowest rated commodity in the car. 
Insistence of the committee on its position 
caused the cancellation of the proposal 
from the railroad committee’s docket. 
Hence, the report said, that part was 
merely information. 

The report also discussed, as informa- 
tion, the Coordinator’s freight traffic re- 
port. That part of it dealing with classifi- 
cations was characterized in the commit- 
tee report as “the imponderable product of 
theory multiplied by assumption.” Con- 
trasted with this, the committee said, the 
Consolidated Classification Committee has 
made real progress in the simplification of 
its publication. The new issue of the con- 
solidated classification, effective December 
7, the report said, was 60 pages thinner 
than its immediate predecessor, while 220 
pages had been squeezed out of the classi- 
fication since 1932. 

The report of the membership commit- 
tee, presented by C. R. Sharff, contained 
several recommendations. The first was 
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for the setting up of grievance committes 
consisting of the vice-president in ey 
region with two additional members of 
selection, to receive and consider grip 
ances from members and eligible py 
members. The second provided for q » 
vision of the dues of the league to gy) 
ranging from $35 to $100 a year dependi 
on the capital rating of the industry or 
population of the city in which the mem} 
bureau of chamber operated. The thin 
suggested that a mimeographed roster ,/ 
the league be prepared by the executi, 
secretary and sent to members. The py 
posal, brought up at the spring meetix 
that the league compile a directory y 
traffic managers, the committee thougi 
ought to be abandoned. All of these re. 
ommendations, with the previous approvy 
of the executive committee, were adoptej 


Legislative Committee Report 


The report of the legislative committe 
usually one of the most important pieca 
of business at league meetings, was dis. 
posed of within a half-hour. It was pr 
sented by Charles R. Seal, chairman. Legiy. 
lation on which the committee asked the 
league to go on record included: H.R 
7544, which proposes to set up a federal 
transportation department headed bya se. 
retary of transportation in the President; 
cabinet, opposed by the committee; § 
2944, the bill restricting practice befor 
government commissions to _ practicing 
lawyers, opposed in whole by the con. 
mittee; the railroad retirement act, al 
ready enacted into law, but on which the 
committee asked that the league reiterate 
its position in opposition; S. 2793, the ap 
plication of workmen’s compensation to 
all carriers, which the committee opposed 
as discriminatory while disclaiming opposi- 
tion to the principle of workmen’s compen- 
sation; H. R. 8630, which would deprive 
the Commission of power to prescribe 
rates to remove prejudice or discrimina 
tion against interstate commerce, opposed 
by the committee; H. R. 7739, which would 
permit rate increases to be published on 
ten days’ notice and reductions without 
notice, opposed by the committee; H. R. 
4747, giving shippers the right to appeal 
from orders of the Commission, in connec. 
tion with which the committee pointed out 
that, although the league had already gone 
on record as favoring such legislation with 
reference to the railroads, it ought now to 
broaden that action to include all forms of 
regulated transportation; S. 2512, a bill 
that would require the registration as 
lobbyist of any person or organization 
making representations before congres 
sional committees or individual legislators, 
opposed by the committee, which asked 
the league to go on record in opposition to 
that bill and “other similar drastic legis 
lation.” So far as the so-called labor bills 
were concerned, the committee said It 
thought the action already taken by the 
league was sufficiently definite to perm 
the committee to oppose them as strenl- 
ously as it could. All of these recommel- 
dations of the committee had the approval 
of the executive committee and were 
adopted by the league. 

The report contained a resume of the 
Coordinator’s legislative program and its 
status at the close of the last session of 
congress, and also a complete list of tran* 
portation bills considered at that session, 
a synopsis of each, and its final status at 
adjournment. All of this was for informa 
tion only. The report as a whole was 
adopted. 

Government Ownership 


L. E. Muntwyler presented the report of 
the special committee on government OW! 
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ership, Which outlined a plan for the or- 
jzation of a national committee for the 
prevention of government ownership of 
the railroads. The report was as follows: 


Among the several channels available to the 
league for influencing public opinion are the 
press, radio, news reel, movies, direct mail 
(pamphlets or bulletins) and word of mouth. 
For obvious reasons we do not recommend 
any of the first four. It is with the last two, 
direct mail and word of mouth that 


The thiy og eort deals. There are in this country 
d roster ii literally thousands of clubs and other organi- 
€ executiy, zations that include as part of the programs 
. = me of their regular meetings, speakers on current 
- The Dre topics. Most of these organizations welcome 
F4 Meeting the opportunity to invite before them speakers 


who are authorities on some particular sub- 


ire k ; 

ee “tha ject, and thus help to spread the speaker’s 
t views. 

’ these Te. ia oo committee proposes that the league 

IS approval create a body of such authorities on govern- 


ment ownership and make its members avail- 
able for such service. 

Your committee recommends that the league 
set up a special committee and under this 
special committee, a much larger committee 
made up of members in various communities. 
This larger committee must be representative 
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calling attention to the national committee, 
to its local members, offering the services of 
such local members as speakers, whenever 
the organization desired, without expense to it. 

Upon appointment of a member to the na- 
tional committee, notice of such appointment 
should be sent to his local newspaper. Notice 
of the meetings on whose programs a speaker 
is to appear should also be sent to his local 
newspapers. 

Your committee believes that the plan it has 
here suggested would be the most effective 
one that the league could adopt without any 
great expense. 

Your committee further believes that this 
plan will put the league very much before the 
public eye and secure for it favorable public- 
ity not heretofore enjoyed. 

It is this committee’s opinion that the 
league here and now has an opportunity to 
accomplish something, strictly in line with its 
professed aims. Never has the league had an 
opportunity to take over a national job of 
greater magnitude and importance. 

Here is a crying need for the services of 
the league. There are large blocs interested 
in turning over the railroads to the govern- 
ment. To these there is at the moment no 
organized opposition. What opposition there 
is comes largely from railroad sources which, 
justly or unjustly, are viewed by the public 
with suspicion. The public as a whole is 
It knows nothing about the mat- 
ter and is being told nothing about it by those 


Mr. Muntwyler called attention to an 
inaccuracy on the final paragraph of the 
He said when that was written 
the Transportation Association of America 
was not yet in existence and there had 
Mr. Ful- 
bright, speaking in favor of the report, 
said the Transportation Association was 
doing good work but that government own- 
ership could not be stopped by an organi- 
zation “that has railroad members on its 
He said the real job was not de- 
feating the Wheeler bill, but rather defeat- 
ing the labor bills which were designed to 
plunge the railroads into such financial 
government ownership 
He said this 
job was the most important the league had 
“If government ownership 
of the railroads is stopped,” he said, “as 
sure as you’re a foot high, it will be done 
by the National Industrial Traffic League.” 
He said one of the important reasons for 
moving the league’s headquarters to Wash- 
ington was to have it close to the battle 


The report of the committee, carrying 
the approval of the executive committee, 


Other Committee Reports 


An attempt to consolidate the personnel 
and work of the export and import com- 
intercoastal and 
coastwise transportation committee into a 
single committee, recommended by the ex- 
port and import committee and bearing 
the approval of the executive committee, 
was defeated. Discussion from the floor 
indicated that the work of the two com- 
mittees was sufficiently divergent to justify 
J. W. Montigney pre- 
sented the export and import committee 


Reports of other committees contained 
matters of information only or merely re- 
ported progress and called for no further 


formal action than reception by the league. 





» Was dis of the entire country, both from a geograph- 
; Was pre ical and industrial standpoint. _ : apathetic. 
an. Levis It shall be the duty of the special committee ; t ted 
: to keep the members of the larger committee ‘terested. 
asked the informed as to the various arguments against 
d: = R government ownership of railroads. 
a federal This shall be done through the issuance of 
ra bulletins (pamphlets) from the executive sec- report 
d by a se. retary’s Office. The special committee shall . 
Tesident’s be held responsible for the securing of data 
littee; to be furnished to the executive secretary 
ce b . from which data he shall obtain material for peen some error in revision. 
etore his bulletins. 
bDracticing Your committee has obtained the promise of 
the com. the Association of American Railroads to fur- 
act, al nish us with such statistical data as it has 
Prien available. They also assure us that we can 
Vhich the count upon them for their full cooperation in 
reiterate this respect. We further have their assur- 
}. the a ance that in the event they approve the re-_ roster.” 
. ports and conclusions of the league in the 
sation to matter of data to be used against government 
opposed ownership of railroads they will be glad to 
& opposi- cooperate, in such manner as seems consistent 
compen to Per in oe — data — difficulties that 
‘ regularly established channels, supplementa 
deprive to such publicity and distribution as may be Would be the only way out. 
yrescribe made by the league. 
crimina- In view of this, it is recommended that the ever tackled. 
Association of American Railroads be supplied 
opposed with copies of all data bulletins issued by the 
-h would executive secretary to the larger committee. 
shed on It is recommended that the larger commit- 
, tee be called, ‘““‘The National Committee for 
without the Prevention of Government Ownership of 
; HR. Railroads.” 
appeal Appointments to this national committee 
need not be confined to men known as public line 
connec: speakers, since in this case interest will be : 
ited out largely in facets, supplied t6 them by the ex- 
ly gone — mag A it is ooo that an 
~ eague offer ese men as speakers on s 
on with subject, to such organizations as may be seek- was adopted without change. 
now to ing speakers for their luncheons, meetings, etc. 
rms of Your committee recommends that as the 
bill work progresses, the special committee be 
' ; permitted to add to the national committee, 
Speakers who are not members o e league. 
ization It is to be understood, however, that this mittee and the ocean, 
oneres- work would always remain a league activity 
§ and under league direction, as arguments 
slators, against government ownership would be more 
asked impressive, coming from a body of transpor- 
tion to tation users, 
: Your committee recommends that speakers 
- legis: be required to adhere strictly to the facts 
r bills supplied to them through the league bulletins. 
aid it It is further recommended that all league 
h members be furnished with copies of bulletins two committees. 
vy the issued to the national committee. 
yermit The members of the national committee e t 
trenu- Should be asked to compile and send to the T@POrt. 
en- league S executive secretary lists of organiza- 
om tions in their areas that make use of speakers 
roval at meetings, luncheons, etc. To the secre- 
were taries of such organizations the league’s exec- 
utive secretary would send communications, 
f the 
d_ its 
on of 
rans- ELKINS ACT VIOLATIONS 
' ‘ e “ 
sion, “ “The Commission has been advised,” according to Secretary 
1s at cGinty, “that on November 18, 1935, in the federal district 
rma- court for the northern district of Georgia, at Rome, indictments 
was in 10 counts each under the Elkins act were returned against the 


Milling Co. 


ae — defendant with the granting of advantages and discrimina- 
: ory practices in favor of Theo Stivers Milling Co. by giving 
at shipper long terms of credit beyond the lawful period on 


wil th 





Nashville, Chattanooga & St. Louis Railway and Theo Stivers 
The indictment against the railway company charges 


favor. 


its freight charges. 
instances the unlawful periods of credit exceeded a month. 
The indictment against Theo Stivers Milling Co. charges the 
receipt of such advantages and discriminatory practices in its 
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These included ocean, intercoastal and 
coastwise transportation committee, H. J. 
Wagner, chairman; postal service, L. E. 
Muntwyler, chairman; committee on co- 
operation with the Coordinator, G. A. 
Blair, chairman; passenger traffic commit- 
tee, L. E. Golden, chairman, read by C. H. 
Winslow, a member of the committee; 
special committee on fourth section legis- 
lation, J. P. Haynes, chairman, read by 
Mr. Lacey; diversion and reconsignment 
committee, R. V. Craig, chairman, and rate 
construction and tariffs committee, M. M. 
Twohig, chairman, read by Mr. Lacey. 


Rail-Truck Resolution Reconsidered 


On a motion by Mr. Fulbright, the league 
voted to reconsider the resolution dealing 
with railroad ownership of paralleling 
truck lines, proposed by Mr. Jack, and 
adopted on the day before. Mr. Fulbright 
proposed the following resolution in lieu 
of that previously adopted: 


The league believes that the public interest 
will best be served by the maintenance of free 
competition between and among the various 
transportation agencies engaged in moving the 
commerce of the country. In any case where 
the granting of authority for conducting for- 
hire motor truck operations or for acquisition 
of control of motor truck lines by railroads 
or other carriers will tend to destroy or sub- 
stantially lessen existing highway competition 
or prevent the development of competitive 
highway freight lines, the regulatory body 
should deny such application. 

After considerable discussion as to the 
relative merits of the language of the two 
resolutions a suggestion was made that 
the president appoint a committee of three 
to draw up a resolution embodying the 
views as expressed in the discussion. A 
motion to table the Fulbright resolution so 
as to clear the way for such a motion was, 
however, lost, following which the Ful- 
bright resolution was adopted. 

Robert C. King, assistant director, sec- 
tion of property and equipment, Coordi- 
nator’s office, spoke on investigations made 
and plans being developed for a system of 
interchangable rail and truck freight con- 
tainers. 

Under new business, President Renshaw 
spoke about proposals brought to him in 
the course of the year to persuade C.F. A. 
lines to docket proposed changes in coal 
and coke rates. A motion from the floor 
to refer the matter to the committee on 
cooperation with the transportation execu- 
tives was adopted. 


Board Meeting 


The newly elected board of directors 
met at noon and elected the members of 
the executive committee. Immediately 
thereafter the executive committee went 
into session and elected W. H. Day chair- 
man and J. W. Bingham vice-chairman. 

The following were elected to the execu- 
tive committee: William P. Libby, R. C. 
Fulbright, H. D. Rhodehouse, H. J. Wag- 
ner, J. W. Bingham, J. A. Coakley, J. P. 
Haynes, J. S. Marvin, G. A. Blair, M. M. 
Emmert, F. B. Townsend, E. A. Jack, A. J. 
Sevin, E. C. Nettels, L. F. Orr, F. S. Davis, 
T. C. Burwell, R. B. Coapstick, R. R. Lud- 
decke, H. K. Faye. 


The indictment discloses that in some 


“These cases were investigated by representatives of the 
Commission’s Bureau of Inquiry, and Attorney H. L. Main of that 
bureau assisted the United States attorney in presenting the 
facts to the grand jury.” 

“The Commission,” says Secretary McGinty, “has been ad- 
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vised that on October 25, 1935, pleas of guilty were entered in 
the federal district court at Cincinnati, Ohio, by Morris Mandell 
and Walter T. Scott to indictments against them under the Elkins 
act charging the acceptance of concessions through the device 
of filing false claims with various railroad companies. A fine 
of $1,000 was imposed on each defendant. The case had been 
investigated by representatives of the Commission’s Bureau of 
Inquiry.” 

The Commission, by Secretary McGinty, has issued the fol- 
lowing statement: 

The Commission has been advised that on Tuesday, November 
12, 1935, a grand jury for the middle district of Tennessee sitting at 
Nashville, Tenn., returned an indictment in 25 counts against the 
Tennessee Central Railway Co. This indictment charged the Ten- 
nessee Central Railway Co. with having granted concessions to the 
Nashville Coal Co. in violation of section 1 of the Elkins act in fail- 
ing to assess and collect applicable reconsignment charges on car- 
load shipments of coal reconsigned by the coal company after arrival 
at Nashville. This case was investigated by the Bureau of Inquiry 
of the Commission. 


SINKING FUND ISSUE 


Reasons why the Virginian Railway Company does not think 
the Commission should require establishment of a sinking fund 
in connection with the proposed nominal issue of $3,710,000 of 
its first mortgage series B bonds, approval of which is sought 
in Finance No. 10778, are set forth in a memorandum submitted 
to the Commission by counsel for the company. 

The application was docketed March 6, 1935. In a letter to 
W. H. T. Loyall, general solicitor of the applicant, under date 
of March 14, Director Sweet, of the Bureau of Finance, of the 
Commission, discussed the question of requiring a sinking fund 
in reply to a previous letter from Mr. Loyall suggesting that a 
sinking fund be not required. Mr. Sweet had stated that the 
balance sheet of December 31, 1934, filed with the application 
showed $59,226,500 of capital stock, $63,412,700 of funded debt 
unmatured, $5,334,000 of funded debt held by and for the com- 
pany, and corporate surplus of $27,327,557.39. The director said 
that the issue of the proposed bonds would increase the ratio 
of capitalization represented by bonds outstanding or held by 
or for the company to total capitalization plus surplus from 
44.26 per cent to 45.56 per cent. He said that, in view of the 
applicant’s capitalization, and the additional factor that most 
of the applicant’s revenues were derived from traffic in one com- 
modity “the bureau does not see its way clear to recommend 
approval of the authentication and delivery of the proposed 
issue unless provision is made for a sinking fund out of net 
income sufficient to retire at or before maturity an amount of 
the first mortgage bonds equivalent to that of the proposed 
issue, and of any additional bonds which may be issued here- 
after under the mortgage.” 


No further action was taken in the matter and recently Mr. 
Sweet asked whether the applicant was ready to proceed and if 
not what objection it would have to dismissal of the application 
for want of prosecution. 

In reply the applicant, by counsel, advised it had found it 
impracticable to provide for a sinking fund. 

“The carrier is not here contesting the desirability of a sink- 
ink fund under normal conditions and its objections in this 
instance are based upon the peculiar circumstances which 
exist,” said the carrier’s memorandum. ‘There are certain legal 
complications which make it impracticable to provide such a 
sinking fund in this instance, and in view of the fact that the 
issue is nominal, that the mortgage is almost closed and other 
circumstances mentioned below, we respectfully ask that this 
requirement be not imposed.” 

Counsel said it was in the public interest that fixed charges 
of railroads. generally should be reduced, that this was one of 
the underlying reasons for a sinking fund, but that this desirable 
result might be defeated by a sinking fund requirement in this 
nominal issue, 


“The company is now considering the possibility of refund- 
ing its entire outstanding issue of first mortgage bonds at a 
lower rate of coupon than is now borne by the present bonds,” 
said the company. “The establishment of a sinking fund may 
trouble the carrier to such an extent as would imperil such a 
refunding. If any of the holders of present outstanding bonds 
object to the sinking fund and institute legal proceedings to 
test the validity of the sinking fund provisions the company’s 
bankers would probably refuse to proceed with the refunding 
while such litigation is pending.” 

Counsel said the requirement of a sinking fund in connec- 
tion with the proposed issue would violate the contract rights 
of the bond holders because the first mortgage did net authorize 
the setting up of the sinking fund, the Finance Bureau, accord- 
ing to counsel, having had in mind a sinking fund applicable 
not only to the $3,710,000 of bonds to be issued, but also to the 
bonds now outstanding. Counsel also contended such a frequire- 
ment would violate other provisions of the mortgage. They 
also contended that the consent of the stockholders would un- 
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doubtedly be required before provisions for a sinking fund coylq 
be made. It was further contended that the sinking fund jy 
connection with the proposed issue of bonds was unnecessgary 
and that due to the heavy traffic density coupled with moder 
railway plant, the company had been able to produce a very 
favorable balance of earnings for its funded debt and stock, © 


LUMBER FROM THE SOUTH 


The Cairo, Ill., Association of Commerce has made an wp. 
successful effort to stop the publication of reduced rates op 
lumber from the southwest authorized by the Commission by 
sixth section permission effective November 25 (see Traffic 
World, November 16, p. 844). That organization asked the 
Commission to rescind the short notice authority. The Commis. 
sion refused to do that. It said that if the association felt its 
interests were adversely affected to wire a protest giving ful] 
details which would be given consideration. Communications 
between the Commission and the association were by wire. 

In its initial telegram the association said it understood 
that through special handling with the Commission the railroads 
had obtained authority to make reduced rates on lumber effec. 
tive November 25. 

“The magnitude of the reductions authorized on short 
notice,” the association said, “places our various industries in 
embarassing position. Much time is required to deal with this 
question. Interstate commerce act guarantees our people protec. 
tion and we are being handed a big order even if usual publica. 
tion on thirty days’ notice is adhered to. Please may we have 
short notice authority rescinded giving us approximately two 
weeks to prepare facts, argument and suspension petitions?” 

The Commission answered that the special permission would 
not be rescinded. It added that southern pine, hardwood, and 
Pacific lumber interests had endorsed the reductions, 

Acting on the Commission’s advice to wire a protest the 
Cairo organization asked the Commission to read 42 I. C. C. 554 
and other decisions involving through rates vs. rates from Cairo. 

“Many shipping points west of Mississippi River,” said the 
association, “are being accorded the same rates as from Cairo. 
No reductions proposed from Cairo eliminating all natural ad- 
vantages. Our hardwood industries seriously affected. Pro- 
posed reduced rates contrary to railroad representations sup- 
ported by the Commission since inception of southern produc- 
tion. Cairo to Buffalo-Pittsburgh territory rate is 31.5 cents 
and this rate is being extended back into’ Arkansas as far as 
group 12-B.” 


SOUTHWESTERN VEGETABLES 


The Commission has reopened a collection of cases grouped 
by it under the general name of Southwestern Vegetable Case 
for further hearing on the questions of a lawful rate by the 100 
pounds and a lawful carload minimum weight for application to 
the transportation of root vegetables with tops, carloads, or in 
mixed carloads with other vegetables, between the points em- 
braced in this collection of proceedings. The reopened proceed- 
ings are assigned for the further hearing December 13, at 10 
o’clock a. m., at the Plaza Hotel, Corpus Chfisti, Tex., before 
Examiner Archer. 

This reopening was made on consideration of the records 
in the proceedings listed in the margin of the first page of the 
report of the Commission made April 27, 1934, and published in 
200 I. C. C. 355, and on consideration of the petition filed on 
behalf of the Texas Coastal Bend Shippers’ Association for 
reconsideration and modification. 

The proceedings embraced by the reopening order are No. 
13535 et al., Consolidated Southwestern Cases; No. 19732, Amer- 
ican Fruit Co., Inc., et al. vs. Rapid City, Black Hills & West- 
ern et al.; No. 22450, Mississippi Vegetable Shippers’ Bureau 
et al. vs. A. & R. et al.; No. 22272, Mississippi Vegetable Ship 
pers’ Bureau et al. vs. A. & R. et al.; No. 22772, Southern Traffic 
Association vs. L. & N. et al.; No. 22094, W. I. Anderson & Co. 
et al. vs. Y. & M. V. et al.; No. 22620, Pearce-Young-Angel 
Co. vs. I. C. et al.; I. and S. No. 3646, classification ratings on 
fruits and vegetables in western territory; I. and S. No. 3688, 
vegetables with clipped tops from the southwest; and I. and 8S. 
No, 3820, classification ratings on vegetables in the west. 


SUSPENDED TARIFFS 


In I. and S. No. 4157, the Commission has suspended from 
November 15 until June 15 schedules in supplement No. 2 to 
Mobile and Ohio Rail Road tariff, I. C. C. No. B-919. The sus- 
pended schedule proposes to cancel the present transit rule 
which provides that when the inbound movement of vegetable 
oils is in tank cars and the outbound movement from transit 
point is in barrels or in other containers, the transit rate will be 
applied on the combined weight of the product and the con- 
tainer, and to substitute in lieu thereof a new rule which provides 
that the weight of the containers from the transit point will be 
considered as non-transit tonnage subject to the carload rate on 
the commodity shipped from the transit point to final destination. 
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November 23, 1935 


Shipper-Railroad Meeting 


A. A. R. Officials, Meeting with Shippers’ Board Officers 
at Chicago, Decide to Retain Regional Car Service 
Directors—Closer Relations Between Ship- 
pers and Railroads Proposed 


“The district managers of the car service division will not 
be disturbed,” said J. J. Pelley, president, Association of Amer- 
ican Railroads, after 175 officers and members of the shippers’ 
regional advisory boards, meeting at the Union League Club, 
Chicago, November 19, had unanimously adopted a resolution 
recommending their retention. The resolution was put before 
the meeting by E. H. Hogueland, president, Southwestern Mill- 
ers’ League, Kansas City, Mo., alternate chairman of the Trans- 
Missouri-Kansas board as one adopted by the executive com- 
mittee of that board when first the news of the proposed aboli- 
tion of the regional offices reached it. 

The adoption of the resolution came after an hour of dis- 
cussion in which the chairman of each of the fourteen regional 
poards, or his representative, voiced strenuous objection to the 
abolition of the regional directorships. Practically all of them 
said that they could see no reason for continuing the existence 
of the boards without the help and cooperation of the regional 
ear service offices. It was pointed out that services performed 
for shippers by regional directors went far beyond the mere 
prevention of car shortages and that these services were more 
than ever necessary at the present time. One of the speakers 
insisted that the $175,000 the A. A. R. estimated it would save 
annually by the abolition of the regional offices would not repre- 
sent one per cent of the actual money the railroads would lose 
in decreased efficiency and further drainage of railroad traffic to 
the highways if the services of the regional directors were no 
longer available to the shippers. 

Other speakers warned that already the interest of the 
members in the boards was falling off and that they had little 
hopes of being able to hold that interest at all if the directors 
were discharged, since many shippers would take that move 
as an indication on the part of the railroads that they were no 
longer interested in the affairs of the boards. It was said that 
the money spent on maintaining the regional offices was but a 
small part of the money represented by the time and the ex- 
penses of the shippers attending regional board meetings. 


Pelley Presides 


Mr. Pelley presided at the meeting. With him were the 
following A. A. R. executives: M. J. Gormley, executive assistant; 
R. S. Henry, assistant to the president; R. V. Fletcher, vice- 
president and general counsel; J. M. Symes, vice-president, 
operations and maintenance department, and A. F. Cleveland, 
vice-president, traffic department. 


Following his categorical statement that the regional direc- 
tors would not be disturbed, Mr. Pelley said he and his asso- 
ciates had been amazed at the storm of protest raised by the 
mere mention of the possibility of the discharge of these men. 
He said that, had he known about the disturbance that talk was 
to cause, it would never have started. He added that, in the 
future, should the association seek to make changes in the set-up 
of the car service division, whether for reasons of economy or 
otherwise, the regional boards would be consulted. He added, 
however, that no changes were at present under contemplation. 

In the course of the discussion preceding the adoption of the 
resolution opposing the closing of the regional offices, the ques- 
tion of expanding the activities of the boards had been raised. 
After disposing of the matter for which the meeting had been 
called, Mr. Pelley submitted the question: “What can be done 
to make the work of the advisory boards more effective?” 


Expanded Activities of the Boards 


The ensuing discussion brought out fairly clearly the fact 
that there was nothing now to prevent the boards from con- 
sidering about anything they pleased, but that most such dis- 
cussions were futile because there existed no machinery to 
Which the boards might submit complaints and suggestions 
after they had been developed. It was pointed out that there 
were many ways in which closer contact between the boards and 
railroad executives with power to make decisions would not 
only add to the interest of the members in the work of the 
boards but would actually be of help to the railroads. 

In connection with effective work done by some boards, the 
defeat of restrictive railroad legislation in Massachusetts and 
California, largely through the work of the advisory boards in 
those states, was described. 

A motion was made to empower the chairman of the boards 
present or their representatives to select a committee of three 
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to prepare a resolution embodying the sense of these discussions. 
The chairman met at the noon recess and named on the com- 
mittee Scott F. Ennis, fruit shipper, San Francisco, chairman of 
the Pacific coast board; Charles Donley, traffic counsellor, 
Pittsburgh, chairman, Allegheny board, and Mr. Hogueland. 

At the resumption of the meeting in the afternoon, at which 
Mr. Gormley presided, this committee brought in a resolution 
as follows: 


Whereas the shippers’ boards now have the power to discuss and 
consider all problems that affect shippers and carriers except those 
dealing with individual rates and 

Whereas there is no present plan for handling many of the ques- 
tions that are submitted by shippers’ boards, therefore be it 

Resolved that we respectfully ask the Association of American 
Railroads to set up an organization that will be empowered to act 
promptly and render decisions within a reasonable time on all ques- 
tions submitted by the various shippers’ boards and be it further 

Resolved that the shippers’ boards shall have the right to appeal 
from the decisions of such organization as may be set up to the presi- 
dent of the Association of American Railroads. 


Murray Billings, traffic manager, Illinois Steel Company, Chi- 
cago, was the only one to object to the resolution from the floor. 
He said he thought the effect of it would be to set up the 
regional advisory boards so that they would take the place of 
existing organizations. Mr. Gormley pointed out that he could 
not promise, should the resolution be adopted, that it would be 
accepted by the A. A. R., however much he might favor it him- 
self. His own opinion was, he said, that it would be accepted, 
either in exactly the form submitted or with minor modifications. 
The vote on the resolution apparently was unanimous. 

Mr. Donley said that, at the meeting of the regional chair- 
men at noon, the same three members appointed to draw up the 
resolution had been appointed a committee to study the ques- 
tion of inter-board relationships should the resolution be adopted 
both by the meeting and the A. A. R, If the A. A. R. would now 
approve the resolution, he said, that committee was ready to 
function and would draw up recommendations for machinery 
to set the plan in motion. 


CONSOLIDATION OF RAILROADS 


The special committee of the Chamber of Commerce of the 
United States that is studying the subject of consolidation of 
railroads has recommended to the chamber’s board of directors 
reexamination of the subject in the light of improving business 
conditions. A report from the committee is expected in January. 

Benefits that would come from consolidation, according to 
the committee, lie not only in elimination of duplication and 
waste, but especially in the opportunity that would be given 
for improvement and expansion of railroad service generally. 
Too, it says, consolidation would give an approach to the problem 
of finding the most economic use of all forms of transportation. 
{t emphasizes the importance of maintaining the principle of 
voluntary consolidation and the necessity of doing away with 
existing legal requirements which, it says, hamper the operation 
of the railroads in many directions. 


EASTMAN AND RAIL LABOR 


The Trafic World Washington Bureau 


“Eastman rail economy plan unsound,” says Harrison, is 
the answer of organized railroad labor speaking through its 
organ, “Labor,” to the appeal made by Coordinator Eastman to 
railroad labor not to stand in the way of economy projects that 
would cause dismissal of employes, provided some plan of dis- 
missal compensation were applied (see Traffic World, Nov. 9, 
p. 799). 

“What Mr. Eastman proposes,” said George M. Harrison, 
grand president of the Brotherhood of Railway Clerks, and 
chairman of the Railway Labor Executives’ Association, ‘for 
the rehabilitation of the railroads has been the plan that has 
been followed generally throughout industry during the past two 
decades and it is precisely that character of reasoning that has 
brought us to our present predicament. 

“Economists generally agree that the technological changes 
that have taken place in industry—the introduction of so-called 
labor saving machinery and wanton displacement of labor—have 
been among the most important factors contributing to our 
industrial smash-up. 

“Railroad labor agrees that if the carriers are to compete 
fairly for the available transportation business, the wastes and 
unsound practices which prevent it from doing so should be 
removed. But we differ with Mr. Eastman as to the method of 
meeting this situation. 

“As a result of industry’s drive to reduce the cost of pro- 
duction; as a result of the constantly improving technique of 
management and the introduction of so-called labor saving 
machinery that has displaced increasing thousands of workers, 
did we not bring about a collapse of our whole financial and 
industrial structure? 
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“We still have approximately eleven million of people out 
of work. It is only natural, therefore, that labor should ques- 
tion the soundness of a proposal that would mean the further 
displacement of hundreds of thousands of railroad workers. 

“The railroad industry is suffering not primarily from a 
surplus of labor on its payrolls, but it is suffering most acutely 
from the loss of business brought abou. by the depression. Nor 
can we overlook the fact that the railroads are still suffering as 
a result of the days gone by when the carriers were not operated 
as a public service institution but as a means of speculation for 
financial manipulators.” 

Mr. Harrison said there were ways to meet the problem of 
the railroads without doing so “at the expense of the men and 
women who have spent their lives in that industry.” 

“The standard railroad labor organizations,” continued he, 
“believe they can work out with railroad managements and with 
the assistance of government representatives a solution of the 
problem and at the same time protect the rights and interests 
of railroad workers. We would welcome the opportunity of 
joining with the management in an effort to try to develop a 
solution to this problem, with a view of cooperating in an effort 
at solving present day railroad difficulties.” 


RAIL COSTS INCREASED BY CONGRESS 


Railroads in process of reorganization under the federal 
bankruptcy act are figuring what the railroad retirement act, 
the social security act and the coal commission act, will cost 
them. The Commission has asked for such information in con- 
nection with the preparation of reorganization plans. Chairman 
Jones, of the Reconstruction Finance Corporation, said some time 
ago reorganization plans would have to be revised in the light of 
the expenses that would have to be met by the new social legis- 
lation. 


OLD TIME TAP LINE ORDERS 


The Commission in I. and S. No. 11, the tap line case, has 
set aside its orders of May 14, 1912, October 30, 1912, July 29, 
1914, and all subsequent orders in this case so far as they re- 
late to the Alabama Central Railroad Co. That carrier has also 
been dismissed as a party to this proceeding. 

This carrier, because of the interest had in it by the Man- 
chester Saw Mills Co., was held by the Commission to specify 
allowances out of rates on lumber, much of which was shipped 
by the so-called proprietary interests. 

As reason for the revocation of the orders the Commission 
said it appeared on the record as it now stood that the so-called 
proprietary interests had discontinued all lumbering operations 
on the line of the Alabama Central; that the mill of those in- 
terests had been dismantled and the machinery sold or scrapped; 
and that at the present time neither the Manchester Saw Mills 
Co., nor any of the officers or stockholders of the railroad com- 
pany had any beneficial interest, direct or indirect, in any stand- 
ing timber on or tributary to the railway. The Commission 
said that it further appeared that the proprietary interests 
ceased cutting timber in 1926, and that all of the accumulated 
stock of marketable lumber had been sold and shipped out, 
on or before February, 1927, and that the traffic now handled 
by the Alabama Central consisted principally of coal. The Com- 
mission instituted I. and S. No. 11 twenty odd years ago so as to 
enable it to limit the divisions or allowances to railroads owned 
by lumber interests, its conclusion being that any division or 
allowances greater than prescribed by it constituted a rebate or 
concession. 


RAILROADS AND THEIR COAL 


The National Bituminous Coal Commission, according to 
an announcement made by that body, has advised the Acting 
Director of Procurement, Treasury Department, that section 14 
of the so-called Guffey coal law, requiring contractors with the 
government for work or service, to obtain their coal from mines 
that have signed the code provided for by that act, applies to 
every contract. In a letter to that part of the Treasury, the 
coal regulating body said that “every contract (for any public 
work or service) entered into by or on behalf of the government 
requires the application of section 14 of the act.” 

This letter, the coal body said, followed a statement by it, 
on October 28 (see Traffic World, November 2, p. 767), that “it 
will apply to railroads serving the government in the transpor- 
tation of mails as well as firms and individuals contracting with 
them for the supplying of materials.” 

Government contracting officers, the announcement said, 
before awarding contracts, would discharge their obligation with 
respect to section 14, if the name of the producer delivering 
coal to the contractor appeared on the latest list of code mem- 
bers furnished by the Commission. 

The question of whether or not railroads, as carriers of the 
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mails, are contractors with the government that are subject to 
requirements of the Guffey coal act requiring contractors with 
the government to buy their coal from so-called code mines, 
is being studied by a committee of the Association of Amer. 
ican Railroads. R. V. Fletcher, general counsel of the Association 
of American Railroads, takes the position that the announce. 
ment of the coal commission as to those holding government 
contracts was in answer to an inquiry made by the procurement 
division of the Treasury Department, and that division has notb- 
ing to do with mail. He has so advised James B. Hill, president 
of the Louisville & Nashville. Applicability of the new law to 
the railroads as purchasers of coal is regarded by railroad 
officials as a matter for further consideration with government 
officials. 


RAILROAD TAX CASES 


The Supreme Court of the United States has assigned for 
argument January 13 two railroad tax cases from the state of 
Washington—No. 529, Northern Pacific vs. State of Washington, 
and No. 573, Great Northern vs. State of Washington. In the 
latter case, in which the state is seeking to collect an occu- 
pational tax from the carrier, the court, November 18, noted 
that it had probable jurisdiction. ~ 


STATE CONTAINER ORDER UPHELD 


In affirming a decision of the federal district court for 
Oregon dismissing a suit brought to enjoin enforcement of an 
order fixing standards for containers for raspberries and straw- 
berries, the Supreme Court of the United States, November 18, 
in an opinion by Justice Brandeis in No. 48, Pacific States Box 
& Basket Co., appellant, vs. S. T. White et al., held that the 
order was an appropriate exercise of the police power of the 
state, that it did not create a monopoly and that it did not 
burden interstate commerce. The order in question was issued 
under date of May 38, 1933, by the Oregon Department of Agri- 
culture and was entitled, “Standard Containers for Fruits and 
Vegetables.” 


REPARATION ORDERS 


The Commission has entered reparation orders in No. 17304, 
International Oil Co. et al. and No. 25451, Northwest Petroleum 
Association et al. vs. A. & S. et -al.; No. 20416, Harry Abels vs. 
A. T. & S. F. et al.; No. 22709, Board of Railroad Commissioners 
of State of Montana et al. vs. Bay Transport Co. et al.; No. 
24860 (supplemental), Perishable Shippers’ Association, Inc., 
vs. C. B. & Q. et al.; No. 25621, Kimberly-Clark Corporation vs. 
New York Central et al.; No. 25693, William S. Davis vs. N. Y. 
N. H. & H et al.; No. 26493, Domhoff & Joyce Co. vs. C. C. & 0. 
et al.; No. 26673, E. I. Du Pont De Nemours & Co., Inc., vs. 
N. Y. C. et al.; No. 26750, Libby, McNeill & Libby vs. C. M. 
St. P. & P. et al.; and No. 26867, Kroger Grocery & Baking Co. 
vs. K. C. S. et al. 


STRIKE VOTE ON HIGH SPEED TRAINS 


The Brotherhood of Locomotive Firemen and Enginemen 
is preparing for a system-wide strike on the Chicago, Burlington 
& Quincy because the carrier insists on operating its high-speed 
streamline trains with only one man in the cab, according to 
spokesmen for the brotherhood. It is contended that this practice 
is a menace to the safety of the rail employes and of the travel- 
ing public. 


RAIL FUEL COSTS 


In the nine months ended with September total cost of coal 
and fuel oil consumed by Class I railroads, not including switch- 
ing and terminal companies, in road train and yard switching 
services, amounted to $142,601,605 as compared with $136,481,335 
in the corresponding period last year, and $15,717,845 in Septem- 
ber as compared with $15,253,317 in September last year, ac- 
cording to the monthly statement prepared by the Bureau of 
Statistics of the Commission from carrier reports. 

For the country as a whole the average cost of coal a net 
ton, excluding direct freight charges, to the railroads, was 
$1.89 in the nine months this year as against $1.81 last year. 


ACADEMY OF ADVANCED TRAFFIC FORUM MEETING 
The Academy of Advanced Traffic will hold a forum meeting 
at the Merchants’ Association, New York, November 29. Walter 
Bockstahler, vice-president, Transportation Association of Amer- 
ica, will be the speaker. There will be a round-table discussion 
of transportation problems. 


CHANGE IN DOCKET 


Hearing in Il. and S. No. 4149, assigned for November 18, at 
Orlando, Fla., before Examiner Archer, was canceled. 
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TRUCK RATES AND TARIFFS 


The Traffic World Washington Bureau 


“Decision to draft a national motor freight classification of 
commodities to be used in connection with tariffs filed initially 
under the federal motor carrier act was reached today by Amer- 
ican Trucking Associations, Inc., as represented by its national 
rates and tariffs committee,” said the association November 20. 

“After months of exhaustive study, the committee concluded 
that the trucking industry needed a classification of its own for 
immediate use, rather than one built and molded for use by an- 
other transportation agency. 

“The purpose of the classification is to bring about uniformity 
in the yardstick by which rates will be applied, so as to avoid 
discrimination against shippers and confusion among carriers. 

“Because of the necessity of filing their initial rates with the 
Interstate Commerce Commission by January 15, and because 
no existing truck classification can be made applicable to all 
truck carriers on a national scale, truck operators are faced 
with the necessity of pooling the experience of the industry 
into one uniform, national classification within a relatively brief 
period. 

“Committee members stressed the fact that in drafting the 
new Classification, particular care will be taken to preserve for 
the shipping public all the natural advantages of truck trans- 
portation which they have at present. In this connection, they 
pointed out that the motor carrier act provides that the ‘inherent 
advantages’ of truck transportation must be preserved. 

“To facilitate the work, the trucking organization is enlist- 
ing the services of truck operators from the 48 states and the 
District of Columbia so as to obtain the points of view from 
every territory, and all conditions affecting motor transportation. 

“The task will be prosecuted intensively under the direction 
of the national committee, and will be completed in time to 
allow the carriers to use the classification in connection with 
their initial rates. 

“Some idea of the huge scope of the task may be gained 
from the fact that the existing classifications of other types of 
carriers consist of hundreds of pages. The national truck classi- 
fication, however, will be greatly simplified, although it will 
cover all commodities handled by the motor carriers.” 

“The action of the committee was prompted by the desire 
to establish a degree of uniformity in the filing of tariffs by the 
motor carriers with the I. C. C.,” explained Frank I. Hardy, of 
Boston, acting chairman of the committee. “The truck classi- 
fication will be an initial publication. As time permits, however, 
it will be refined and adjusted to meet the needs of the industry 
and the shippers as experience dictates. 

“Many shippers have complained bitterly of the unneces- 
sarily involved classification of commodities in use by other 
transportation agencies, and the demand has been for a sim- 
plified one adapted to truck transportation. We will produce 
such a classification, and have it ready for use by the carriers 
not later than January 1. It is a big task, to be sure, but it 
will be acclaimed by shippers and carriers alike as a boon to 
transportation.” 

Mr. Hardy explained further that tariff bureaus had been 
organized by motor carriers in various sections of the country, 
and some of them already had proceeded to the drafting of clas- 
sifications applicable to their territories. Their findings, he said, 
would be incorporated in the work to be undertaken by the 
national organization. 

The members of the national rates and tariffs committee 
are: Maurice Tucker, South Bend, Ind., chairman; Mr. Hardy; 
H. D. Horton, Charlotte, N. C.; Robert A. Anderson, St. Louis; 
James B. Godfrey, Jr., Detroit, Mich.; Earl M. Cannon, Madison, 
Wis.; Joseph M, Adley, Hartford, Conn.; Ted Ficke, Jr., New 
York City; W. E. Humphreys, Washington, D. C.; Sidney 


Allen, Tampa, Fla.; John L. Wilkinson, Charlotte, N. C.; L. J. 
Benton, Louisville, Ky.; Robert J. McBride, Chicago, Ill.; Evans 








For other motor transport news, see else- 
where items in which other considerations are so 
—— that they cannot be segregated in this 
column. 









Nash, Oklahoma City; J. F. Rowan, Denver, Colo.; C. S. Rey- 
nolds, Tacoma, Wash.; and Harold Frasher, Fresno, Calif. 

One of the first decisions the national rates and tariffs 
committee of the American Trucking Associations, Inec., will 
have to make, it is believed, is as to the number of classes the 
national motor classification will show. Simplicity is desired. 
One of the suggestions is that in the interest of simplicity there 
be but five classes. That would compare with six numbered 
classes and two lettered classes in official territory, five lettered 
and five numbered in western and twelve in the south, some 
of which are also called lettered classes, as for instance “A” 
or eighth, “B’ or seventh, “C” or ninth and “D” or tenth, the 
numbered designations not running with the order of the letters. 

Preparation of a national classification it was said among 
those engaged in that work for the American Trucking Asso- 
ciations, Inc., would not preclude the filing of a classification by 
an individual trucker, for instance, if he cared to stand the 
great expense of its publication. It was suggested, however, 
that probably the average trucker or small coterie of truckers 
would recoil from any such expense, in view of the fact that for 
a small fraction of that expense he or they could become parties 
to the classification the association has decided to publish. It 
was said that informal suggestions had been made to truck 
interests to the effect that the truckers, for small fees could 
become parties to the railroad classifications, with notations to 
the effect that they did not concur in parts not deemed suitable 
for them, as for instance, the package and packing specifica- 
tions or some of the lower classes intended to apply on so-called 
low classes of freight. 

The idea of those formulating the classification is that the 
proposed publication will be used by rate groups of truck car- 
riers to govern the tariffs of rates filed by them and that such 
truckers as may think they should file their own rate sched- 
ules will also use the proposed classification to govern the 
application of their rates. 

But the thought is that there will be uniform ratings 
throughout the country. That is to say that an article rated 
first class will be first class over the whole of the United States, 
regardless of how the first class rate in mountain-Pacific terri- 
tory may differ from the first class rate in official territory. 
Failure of railroad ratings to be uniform throughout the coun- 
try has been supposed to be one of the sorrows of the lives 
of traffic managers. Differences in the level of the rates have 
not grieved them at all in comparison with the grief the dif- 
ference in ratings, it is said. The consolidated freight classi- 
fication is evidence of the desire for uniformity. Uniformity in 
ratings in that publication has been obtained to a certain ex- 
tent but the variations are still great. Three columns of ratings 
are carried, the figure in each column frequently being unlike 
its neighbors. 

But if the hopes of the truck classification writers are 
realized it will not be necessary to show more than one column, 
no provision being made, initially, for a division of the country 
into great districts or territories for rating purposes. 

Uniformity of ratings will make it necessary, in the mak- 
ing of rates by combinations, merely to add together the first 
class rate, for instance, of the rate territories covered by the 
movement, instead of computing the first class rate on the gov- 
erning minimum weight in the origin territory, for illustration, 
and adding to it the second class rate on the governing minimum 
in the destination territory. 

Members of the rates and tariffs committee of the Amer- 
ican Trucking Associations, Inc., including J. B. Godfrey, Jr., 
H. D. Horton, F. I. Hardy, E. M. Cannon, Sidney Allen, W. E. 
Humphreys and L. J. Benton, called on Commissioner Eastman, 
Director Rogers, of the Bureau of Motor Carriers and other 
Commission officials, November 21, to inform them of what 
the committee had done in the matter of the formulation of a 
national truck classification and the determination of the com- 
mittee to have such a classification ready for use by regional 
rate publishing committees and individual truckers in the prep- 
aration of their rate tariffs. 


MOTOR. TRUCKING COSTS ANALYZED 


“A study of the transportation of fresh fruits and vegetables 
by motor truck from country points to city wholesale produce 
markets, now being made by the cooperative division, Farm 
Credit Administration, in cooperation with the state colleges 
of Connecticut, Delaware, Maryland, Massachusetts, New Jersey, 
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New York, North Carolina, Pennsylvania and Virginia, will in- 
clude an analysis of costs for 377 operators and their 875 
trucks,” says the Department of Commerce. 

“Of the total number of operators in these states, 285 were 
common carriers or contract haulers owning 695 trucks; 58 
operators with 108 truckers were merchant truckers who bought 
and sold their loads; and 34 operators having 72 trucks were 
independent and cooperative country shippers of farm produce 
hauling at least part of their shipment in their own trucks. 

“During the 1933-34 produce-hauling season, these operators 
had well over a million dollars invested in their trucking equip- 
ment, or an average of about $1,200 per truck. The number of 
produce-hauling trucks owned by any one operator varied all 
the way from one truck to 38 trucks. 

“The 875 trucks traveled over 23,000,000 miles during the 
season, an average of approximately 27,000 miles per truck. 
Nearly 60 per cent of this mileage applied to the hauling of 
fruits and vegetables, while the remainder applied to miscel- 
laneous hauling of feed, fertilizer, coal, etc. 

“These trucks hauled produce an average distance of 129 
miles to market per trip. In addition a pick-up service, averag- 
ing 10 miles per trip, was- rendered, usually without extra cost 
to the shipper, although it involved an extra expense of about 
four per cent to the trucker.” 


MOTOR ACT CONSTITUTIONALITY 


The government and the Commission, as friends of the court, 
have filed a brief in support of the constitutionality of the motor 
carrier act, 1935, in equity No. 702, D. A. Beard Truck Line Co. 
vs. Lon A. Smith et al.; No. 703, J. E. Rayburn vs. Same, and 
No. 704, R. L. Winton vs. Same, in the southern. district of 
Texas, Houston division. The constitutionality of the act was 
challenged in the answer of Lon A. Smith and other members of 
the Texas commission to these suits (see Traffic World, Novem- 
ber 15). The brief was filed by P. J. Farrell, assistant chief 
counsel of the Commission; Elmer B. Collins, special assistant 
to the Attorney General; Douglas W. McGregor, United States 
attorney for the southern district of Texas; Daniel W. Knowlton, 
chief counsel for the Commission and John Dickinson, Assistant 
Attorney General of the United States. 

Initially the brief asserts that it was filed in an endeavor to 
establish that the contentions of the Texas commissioners, 
respondents in the cases mentioned, concerning the nonapplic- 
ability and unconstitutionality of the motor carrier act, are not 
supported by the matters on which they are based. 

After quoting the text of sections 202 (a), 206, 207, 208, 209 
and 210 in their pertinent parts, the brief says, “we think the 
above quotations ... manifest clearly an intention by the federal 
government to enter the field of regulation so far as transporta- 
tion by motor vehicle in interstate and foreign commerce is con- 
cerned; and, in a case of this kind, we understand the well-settled 
construction of law by the courts to be that by such entry the 
application of state laws to the transportation thus covered by 
the federal law is excluded, to the extent that the application 
relates to action taken subsequent to the date of approval of 
the federal law.” 

In support of the proposition that enactment of the motor 
carrier statute excluded Texas from regulation, the brief quotes 
Missouri, Kansas & Texas Railway Co. vs. Harris, 234 U. S. 412, 
Cc. R. I. & P. vs. Hardwick Elevator Co., 226 U. S. 426, Southern 
Ry. Co. vs. Railroad Commission of Indiana, 236 U. S. 439, Penn- 
sylvania vs. Public Service Commission, 250 U. S. 566, and 
Napier vs. Atlantic Coast Line, 272 U. S. 605. 


With respect to the contention of the Texas authorities that 
‘ section 227 of the motor carrier act is unconstitutional, the brief 
says its writer understands that this claim of unconstitutionality 
is based on the view, first, that Congress had not furnished 
reasonable standard as a basis for the Commission’s action in 
determining the question of postponement, and second, that 
Congress had not required the Commission, before taking action 
in the premises, to accord to all interested parties an opportunity 
to be heard. 


Answering the first objection the brief said it was sufficient 
to call attention to the fact that no postponement could be made 
unless the Commission found it to be “necessary or desirable in 
the public interest.” It said that the only reply to the second ob- 
jection that was necessary was the statement of the fact that 
no one was complaining of injury suffered by him on account of 
the action taken by the Commission in postponing the effective 
date. 

Commenting upon the contention of the Texas authorities 
that section 203 (b) was unconstitutional the brief calls attention 
to the fact that that section contains eleven exceptions and that 
the Texans called attention to only two of the exceptions, namely, 
those exempting from the application of the statute, motor 
vehicles controlled and operated by a cooperative association 
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and motor vehicles used exclusively in carrying livestock, figh 
(including shell fish), or agricultural commodities. 

The brief said that the contentions of the Texans in cop. 
nection with those two exceptions, appeared to its writers to be 
very similar to those which were approved by the Supreme 
Court in Aero Transit Co. vs. Georgia Commission, 295 U. S. 285. 
The brief quoted extensively from the opinion of that of the 
court in that case, which upheld the classification made by the 
Georgia legislature and the exemption of various classes from 
the terms of the Georgia motor carrier act of 1931. In that cage 
the Supreme Court said: 


We think a classification thus designed to ameliorate the lot 
of the producers of farm and dairy products is not an arbitrary 
preference within the meaning and the condemnation of the four. 
teenth amendment. The plight of the Georgia farmer has been pic- 
tured by the state court in words already quoted. To free him of 
fresh burdens might seem to a wise statecraft to be a means whereby 
to foster agriculture and promote the common good.... 


The brief said its writers were of the opinion that the 
statement made by the Supreme Court in that Georgia case an. 
swered sufficiently in the negative the Texans’ contention that 
exceptions (4b) and (6), included in subdivision (b) of section 
203 of the motor carrier act, rendered that act unconstitutional, 

It was apparent, said the brief, that its writers could not 
now discuss intelligently the extent to which carriers covered by 
these two exceptions used the highways in transporting traffic 
in interstate and foreign commerce by motor vehicle. That, 
it said, was a matter which, undoubtedly, would be fully devel- 
oped in the future if a case arose in which some carrier subject 
to the provisions of the motor carrier act contended that, in viola- 
tion of that act, it was being discriminated against in favor of 
another carrier not subject to the act because covered by one of 
the exceptions, and both carriers were managed in the trans- 
portation by motor vehicle in interstate and foreign commerce 
of traffic which in each instance was of the same general 
character. 


TRUCK CLASSIFICATION 


The Trafic World Washington Bureau 


Truck rate committees for the District of Columbia, Penn- 
sylvania, Maryland, Delaware, New York, West Virginia and 
New Jersey, according to an announcement by the American 
Trucking Associations, Inc., have adopted a resolution asking 
the national rates and tariff committee to adopt the classifica- 
tion worked out by them, based on Consolidated Classification 
No. 10, used by the railroads, modified so as to make the rules 
applicable to truck transportation. (See Traffic World, Noven- 
ber 16, p. 860.) 


The committees decided that Consolidated Classification 
Rules 1 to 45 were not suitable in the railroad form, for use by 
truckers. They revised them, compressing them to 34 rules. 

The striking departure in the trucking rules from the rules 
in use in classifying railroad freight, proposed at the prior meet- 
ing in the mixed truckload rule, was retained.. The second part 
of the mixed truckload rule, containing the departure, says that 
when a truck load consists of three or more articles of more 
than one class, the rate on the second highest rated article and 
the highest minimum weight shall be charged. 


That part of the rules pertaining to advertising matter and 
premiums, which was returned for revision to the sub-commit- 
tee handling the subject, was reported in revised form, as Rule 
33, and adopted. Rule 33 follows: 


Premiums, advertising matter, including display racks, and printed 
advertising matter. 

An article for advertising purposes, including premiums and store 
display racks, N. O. I. B. N., or printed advertising matter, may be 
shipped in the package with the commodity that it advertises, pro- 
vided only one such complete advertising article or premium is con- 
tained in each package. Where it is impracticable to place the ad- 
vertising article or premium in the package with the same shipping 
container, the commodity shipped shall be charged for at actual 
weight, plus weight of the package (subject to the established mini- 
mum truck load weight when in truck loads), and at the rating 
applicable on such commodity, the advertising article or articles or 
premiums to be charged for at actual weight, plus 20 per cent, at 
the L. C. L. rate on such article, as per established tariffs. In no 
case, however, shall the advertising articles or premiums be charged 
at less than 10 per cent of the gross weight and the advertising 
matter or premium must be shown by the shipper on shipping 0r- 
ders and bills of lading. 


Members of the committee on classifying carriers, of the 
American Trucking Associations, Inc., met many times in the 
week ended with November 23 for the consideration of plans for 
the classification, by the Commission, of carriers by motor 
vehicle, as authorized by section 204 (c) of the motor carrier 
act, without coming to any conclusion not subject to change, 
and, therefore, ready for announcement (see Traffic World, 
November 9, page 811). They also conferred with Commissioner 
Eastman, chairman of the division of the Commission in chargé 
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)f motor regulation and other members of that division, and 
ohn L. Rogers, director of the Bureau of Motor Carriers. 
hairman Leland James of that committee, at one of the meet- 
ngs of the committee, submitted his ideas as to classification 


n written form. 


NEW MEXICO COMMISSION TROUBLES 


A suit has been filed in the district court at Albuquerque, 
1 M., against the New Mexico commission and G. B. McKinney, 
¥ head of the International Freight Lines, alleging that a cer- 
ificate was recently issued to the International by the commis- 
sion Without proper filing of an application, notice, or hearing. 

he complainant is the Rainbow Truck Lines. In addition to 
he charges that it and other operators were not properly noti- 
fied of the hearing, the Rainbow organization contended that the 
matter was not properly heard because only two members of the 
commission sat at the hearing and because one of those two 
“was personally interested in the proposed operation. The 
commissioner allegedly interested in the International lines was 
not specified by name in the complaint. 1 ; 

J. D. Lamb, a member of the New Mexico commission, has 
been asked for his resignation by Governor Clyde Tingley, ac- 
cording to newspaper reports, on the grounds that his wife 
has a controlling interest in the Eagle Lines, Inc., against which 
a petition in involuntary bankruptcy has been filed in the fed- 
eral court at Santa Fe. 


LOCAL AND PROPORTIONAL TRUCK RATES SUGGESTED 


In the opinion of H. A. Hollopeter, traffic manager, Terre 
Haute Chamber of Commerce, chairman of the Indiana Ship- 
pers’ Motor Transport Committee, it will be impossible for 
truckers to do the work necessary to file lawful joint tariffs even 
if the effective date for such tariffs is postponed by the Com- 
mission to the limit of the law, April 1, 1936. The job of setting 
up a motor freight classification alone will take up all the 
time that can be given to it until the effective date of the 
tariffs. His committee has, therefore, proposed that individual 
truck operators file immediately individual local and propor- 
tional rates, leaving the working out of joint rates and tariff 
publications until later. Unless this plan is adopted, he said, 
in a letter to Earl Girard, Cushman Motor Delivery Co., Chi- 
cago, November 14, truckers will be compelled to charge com- 
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binations of locals “which would immediately divert traffic back 
to the rails or to private operation and much of it would be 
forever lost to the motor carriers.” 


CENTRAL AND SOUTHERN MOTOR RATE BUREAU 


The Central and Southern Motor Freight Tariff Association, 
the purposes of which are “economy and efficiency in rate mak- 
ing and rate publishing and effective coordination of motor car- 
riers under the new motor carrier act,” was organized at a meet- 
ing of truck operators at Louisville last week. As a result of 
the meeting, the Kentucky rate committee of the American 
Trucking Associations, Inc., will set up headquarters and or- 
ganize a Staff to make and publish classifications and rates for 
the new organization. Morgan J. Parlin, chairman of the Ken- 
tucky committee, presided at the meeting and was elected 
president. H.C. Kelting was elected secretary. Walter C. New- 
kirk, traffic manager, Louisville Board of Trade, attended the 
meeting by invitation. 


1OWA TRANSPORTATION MAPS 


A set of large-scale maps showing all details of the existing 
transportation system in Iowa has been prepared by the Bureau 
of Public Roads of the U. S. Department of Agriculture in co- 
operation with the U. S. Geological Survey. The maps are on 
a scale of 4 miles to the inch and are believed to be the best 
of the kind yet produced, according to the bureau, which adds: 


The set consists of 8 sheets approximately 26 by 36 inches, so 
arranged as to permit binding on the left margin, and shows in color 
the location and character of practically all transportation arteries 
such as the federal aid and state highway systems, important sec- 
ondary highway connections, air lanes and landing fields, railroads, 
pipe lines, navigable channels and canals, thus indicating on one map 
all the transportation facilities in the state. The maps will supply 
a need long felt by commercial interests, and should be useful to 
state and other planning agencies. 

The type or character of pavement on each federal aid or state 
highway as of the date of the maps is shown by appropriate symbol. 
The maps also show the location of all national and state parks, 
forests, and recreational areas in general, and the roads leading to 
them. However, the maps are too large to be used conveniently for 
touring. 

Iowa is the first state for which transportation maps have been 
prepared. There is no supply for free distribution. Sets of the maps 
are obtainable only by purchase from the Superintendent of Docu- 
ments, Washington, D. C., at $1.75 per set. 





The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 


(No anonymous communications will be published and writers must identify themselves.) 





SAVING THE RAILROADS 


Editor The Traffic World: 

I have read with a great deal of interest your editorial 
in the issue of the 16th under the subject: “The Railroads— 
What They Must Do to Be Saved.” 

I can agree with you in certain of your ideas, and more 
essentially in the thought as expressed by you that “the rail- 
roads, thus far, have done little but suggest things that others 
should do for them.” 

I would like to make myself clear in the first instance; in 
using the term “railroads,” my remarks do not necessarily at- 
tach to all of the railroads. 


To my way of thinking, one of the first requisites is that 
the railroads place themselves in position to meet competition 
by adjusting rates where necessary to do so in the light of exist- 
ig competition and, on the other hand, refrain from breaking 
down rate structures where it is unnecessary to do so. 


In my experience over a period of years, I have found that 
the railroads expect a great deal of cooperation from the ship- 
bers but, when the time for action comes, they often fail to 
meet competitive situations, even though they could well afford 
to do so and on a profitable basis. 

_ Personally, I attach more significance to the railroads re- 
adjusting themselves so as to meet competition than to depend 
too heavily on legislation governing motor and water carriers. 

In a great many instances the railroads have let valuable 
business slip through their fingers rather than adjust themselves 
to competitive conditions, even though they had the whole- 
hearted cooperation of the shippers along these lines. 

No one can question the propriety of one regulatory body 





assuming jurisdiction over all competitive modes of transpor- 
tation. Of course, the states will have to follow to make this 
uniform. Again I say that certain railroads thus far have done 
very little but suggest things that others should do for them, 
overlooking entirely many opportunities which these self-same 
railroads had to help themselves. Rates which are inadequate 
merely fill up that much space in railroad tariffs. What they 
need to do is to establish rates which will move traffic. 

I am personally convinced that there are certain kinds of 
traffic which today can be handled cheaper by rail than by com- 
petitive modes of transportation but the business is not moving 
by rail because not nearly all the railroads have the disposition 
to adjust themselves towards making movement by rail possible. 

J. C. Beck, Asst. General Traffic Manager, 
The Gulf Companies. 
Pittsburgh, Pa., Nov. 18, 1935. 





Editor The Traffic World: 

Allow me to compliment you on your editorial in The Traf- 
fic World of November 16 under the caption, “The Railroads— 
What Must They Do to Be Saved?” 

You state that, because of your timely advice to them, your 
publication has been charged with being pro-railroad. Now I 
believe that is unfair to you; just because you have given them 
some mighty good advice as to how to save themselves (and 
if they can do that it would be to the public interest) is no 
reason why you should be criticized. 

I have read all of your editorials on this subject and do 
not think your publication deserves to be called pro-railroad any 
more than a great many other publications who criticize them. 

Since you have quoted from the book of books—the Bible— 
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allow me to do likewise. It also reads: “Work out your own 
Salvation.” Now, as you say, they are not doing this but ap- 
pear to be just drifting—which reminds me of the press reports 
of a few weeks ago of a great number of geese which, while on 
their migratorial flight from northern Canada, became tired and 
large numbers came down to rest on the river just above the 
great Niagara Falls and while resting on its peaceful bosom 
they started slowly drifting; the geese saw no danger, the 
waters where they rested was apparently very quiet and peace- 
ful, but yet, unthoughtedly and unknowingly, they were drifting, 
drifting, and suddenly and almost without warning great num- 
bers were carried over the falls to their doom. The railroads 
are like that—just drifting—and, unless they wake up to a reali- 
zation of this fact, they will ride peacefully over the falls to 
their doom; you are merely trying to wake them up, and they 
must wake up and work out their own salvation or they are 
doomed. 
C. W. Harris, Traffic Manager, 
Burrus Mill and Elevator Co. 
Ft. Worth, Tex., Nov. 19, 1935. 


MOTOR TRUCK TARIFFS 


Editor The Traffic World: 

I wish thoroughly to endorse the article written by Mr. 
Earl Girard in the November 9 Traffic World. An exactly 
similar arrangement has been suggested and recommended by 
the writer since the advent of motor carrier regulation. 

In many cases, it would permit the truck company to have 
just one tariff containing local class and commodity rates— 
possibly separate sections for interstate and intrastate rates— 
with a section naming proportional rates for connecting line 
hauls, which would, added to similar proportional rates of other 
carriers, form through rates and, at the same time, these pro- 
portionals would serve as division sheets for the prorating of 
revenue. Furthermore, with minimum proportional rates desig- 
nated, this control of divisions would eliminate any losses which 
might occur through handling of unprofitable connecting line 
traffic. 

Interchanged freight along with the local freight must bear 
its part of the burden of added costs and this can be watched 
and carefully guarded by the divisions being published, along 
with the other rates “all in one book.” 

This would permit each carrier to name and specify its 
local rates according to the conditions peculiar to its own line 
and, at the same time, have a basis to quote and make con- 
necting line rates along with the local rates. To the anxious 
operator, in a quandary about the whole matter and seeking 
advice from all available sources, this appears to be a simple 
and inexpensive solution to the problem. 

Mobile, Ala., Nov. 14, 1935. 


DIVERSION OF RAIL TRAFFIC 


Editor The Traffic World: 

Have read with interest the article entitled, “Diversion of 
Rail Traffic to Trucks,” appearing in your November 9 issue 
over the signature of W. F. Price. He speaks the mind of many 
prominent transportation individuals and I am a strong advocate 
for the modification of Rule 10 of the Consolidated Classification 
to permit greater mixtures of less-carload shipments. 

Long before the depression hit us traffic was being diverted 
from rails to trucks due to its lower transportation costs. For 
over a period of more than ten years rail carrier repesentatives 
have been strong promoters for highway transportation regula- 
tion. Now it is here, and the indications are very clear on the 
surface that rail carriers intend to sit tight awaiting the results 
of such regulation. 

It is my opinion—and I have heard this voiced by other 
traffic managers—that with this regulation, highway transpor- 
tation will materially increase, particularly due to the fact that 
shippers will feel more free to use the highway service now 
that they will be assured that those authorized to operate must 
be financially responsible. 

Carriers must learn that more modern methods must be 
pursued if they are to recapture the volume of business now 
moving on the highways, and the business I refer to is the long 
distance traffic moving five hundred miles and up to greater 
distances, which at present is much more economical to move 
by truck than by rail even as far west as Denver, Colorado. 

There are a number of important features as to why Rule 
10 should be more liberal: 





David Knapp, Jr. 





1. Without question the modification recommended would recap- 
ture the greater portion of the business that is now moving over our 
highways to long distance points and which rightfully belongs on the 
rails and not the highways. Long distance trucks could not hope to 
compete with carload rates. 

2. We are confident that it would correct present conditions. That 
is, the current buying in small quantities than was formerly the prac- 
tice and vhe carrying of much smaller stocks by commercial business 
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concerns. It would certainly encourage buyers to purchase in larger 
lots if they were assured of the carload rating on their goods. 

3. It would help industries to recapture a great deal of businey 
that has been lost to interior or far away territories due to the lowe 
cost of transportation. : 

4, It would be to the advantage of all concerned, both the western 
shipper as well as the shipper located in the east. 

5. This liberalizing of carload mixtures would enable the railroad, 


,to use more extensively the container car service. 


6. The modification of Rule 10 as proposed is not going to reflec 
any hardship on the present day long distance truckmen due to th 
fact that these truckmen could immediately enter into the carloag. 
ing business. They could make an arrangement in their individug) 
cities to pick up from various small shippers sufficient traffic to make 
up carloads and arrange for store-door-delivery at destination throug), 
aniliated truckmen. Certain days could be assigned to making car; 
to certain points. Any quantity of cars could be loaded to break-up 
points for reforwarding by truck to nearby cities and towns. 

7. It is the custom today for buyers to purchase their goods at 
the lowest cost laid down at their place of business. This, we all mus 
acknowledge, has the tendency of manufacturing to decentralizing 
and spread for the purpose of reducing transportation costs. 


By all this loss of business the railroads are left in the cop. 
dition that we find them today, and, unless this loss of revenue 
is recaptured, and I believe I can safely say within eight years’ 
time, perhaps sooner, we are going to find our rail carriers wu. 
der government ownership. This, none of us choose to gee 
happen. 

Most of us can recall the federal control of railroads ac 


that was approved on March 21, 1918, placing our railroads § 


under federal administration. Three months after the carriers 
were placed under federal control, viz., on June 25, 1918, by 
federal order No. 28, freight rates were increased 25 per cent, 

Federal control terminated on March 1, 1920, and most of 
us can remember the condition of the railroads when the gov. 
ernment turned them back to private management. They were 
in such a state that it was absolutely impossible for them to 
continue operation without added revenue, and on August 246, 
1920, rates were increased 40 per cent. 

As an example of what happened during that period, take as 
a basis the rate, Boston to Chicago. In April, 1915, the third 
class rate was 50 cents, the fourth class rate 35 cents. Today 
to Chicago, from New Britain, Conn., third class is $1.06, an 
increase of 112 per cent, and the fourth class rate is 76 cents, 
an increase of 117 per cent, not including the emergency charge. 
The trucking rate, New Britain to Chicago, with a pick-up and 
store-door-delivery and an assurance of the goods being deliy- 
ered at Chicago the third morning, the rate is but $1 per ewt. 
and this is beinig maintained at a large margin of profit. 

It is my greatest hope that the railroads can see the lighi 
and perfect methods for moving traffic economically and at car- 
load rates. 

J. F. Atwater, Manager of Transportation, 
The American Hardware Corporation. 
New Britain, Conn., Nov. 13, 1935. 


CLASSIFICATION SIMPLIFICATION 


Editor The Traffic World: 

I have read with considerable interest the various opinions 
set forth in your Open Forum relative to classification simplif- 
cation. 

One has only to read between the lines to sense that most 
all of our comments both pro and con on the subject are in 
fluenced, to some degree, by selfishness. 

That same influence has molded to some extent our present 
freight rates as well as our classifications. 

And that same force naturally reacts against the simplifica- 
tion of classifications. 

In many instances the same ones who clamor for simplif- 
cation, through their own selfish endeavors help to create the 
very condition which they so strenuously and publicly oppose. 

On the other hand, those who maintain that the present 
classification is simple enough are selfishly thinking only of 
their own individual needs. 

The whole naked truth is that the classification does need 
simplifying. The railroads and classification committees know 
that. And it has been simplified, is still being simplified, and 
will continue to be simplified. 

But a little more generous mixture of cooperation with less 
selfishness, by both shipper and carrier, applied to the process 
will greatly hasten not only simplification of classification but 
the simplification of many other matters of mutual interest in 
transportation. 





A. R. Crouch, Traffic Manager, 
Pittsburgh Des Moines Steel Co. 
Des Moines, Ia., Nov. 20, 1935. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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Ocean Shipping News 


— — 


OCEAN SHIPPING DEVELOPMENTS 


The Trafic World New York Bureau 


Further progress toward averting the threatened rate war 
in the North Atlantic-Continental freight trade was made when 
James Sinclair, chairman of the North Atlantic-Continental 
Freight Conference, announced that the resignations of the thir- 
teen member lines of the conference had again been postponed 
until November 22. The resignations, originally submitted to 
become effective November 13, were first postponed until No- 
vember 19. 

Mr. Sinclair announced November 22 that the thirteen mem- 
ber lines of the conference had withdrawn their resignations. 
F. E. Huck, vice president of the Black Diamond Line, said his 
company had agreed to remain in the conference on assurances 
from the German authorities that German lines would no longer 
have an advantage through the use of “aski’’ marks in part pay- 
ment of freight charges. 

Criticism of the Chamber of Commerce of the State of New 
York on its stand in regard to the proposed establishment of 
a free port zone in the Port of New York was voiced by Dock 
Commissioner John McKenzie in an address before the Foreign 
Commerce Club of New York at “Port of New York Day,” No- 
vember 15, at the second annual marine exhibition. He said 
that the movement in behalf of such a zone for New York had 
been based largely on two reports issued by the chamber, one 
in 1919 and the other in 1932, both favorable to the principle of 
such a zone. In spite of this stand, said he, the chamber, in a 
report which it adopted and submitted to the recent hearing 
on the question before the Foreign Trade Zones Board, opposed 
the foreign trade zone plan. 

“The free zone principle in the United States is an experi- 
ment,” he said. “We have no experience to draw on and I am 
reluctant to recommend the expenditure of large sums of money 
before we know that it will succeed. But I am not afraid to 
try something new. If a free zone will thin out the trade which 
New York now has, as some of its opponents assert, then it 
should not be carried out, but it is hoped that it will bring in 
new trade which now passes us by.” 

“Federal Day” at the exhibition was held November 18. 
The speakers included Capt. F. W. Ockenfels, representing the 
Department of Commerce; Brig. Gen. T. W. Darragh, commander 
of the New York Port of Embarkation; Capt. J. F. Hottel, cap- 
tain of the port; Lieut.-Col. J. W. N. Schultz of the Army En- 
gineers; Postmaster Albert Goldman of New York; Lieut.-Col. 
C. H. Tingle, superintendent of the Army Transport Service; 
Major W. J. Gilbert of the Coast Artillery, and Benjamin Parry 
of the U. S. Weather Bureau. 


: “International Day” was observed November 19, with Fran- 
cis B. Sayre, Assistant Secretary of State, as the principal 
speaker. He urged higher imports and a closer balance between 
the exports and imports of the United States as the best guar- 
antee of prosperity. Other speakers were Sir Gerald Camp- 
bell, Consul General of Great Britain in New York, and Maurice 
Ganeau-Dombasle, Commercial Attache of the French Embassy 
in Washington. 





Cargo Market 


_ Business was dull in the full cargo trades last week, with 
freight rates in general unchanged and tonnage for December 
obtainable on the basis of rates previously paid, owners not 
appearing inclined to trade at lower levels. The scrap iron and 
trans-Atlantic sugar trades were fairly active but grain business 
Was disappointing. 


In the grain trade a steamer of 3,190 net tons took a cargo 
from Montreal to picked ports in the U. K. on the basis of 2s 
for November loading and an intercoastal cargo was fixed, an 
American vessel of 1,998 net tons, from Portland, Ore., to U. S. 
Gulf or North Atlantic, for December loading. 


Among the sugar fixtures were a steamer of 2,655 net tons 
from Cuba to Marseilles, done at 16s for December, and a ves- 
sel of 2,039 net from Santo Domingo to U. K.-Continent at 14s 
for early December loading. 

Time charters were entirely limited to the West Indies 
trade, Several of them being for periods ranging from six weeks 
to six months. 

Scrap iron fixtures included a steamer of 2,786 tons from 
= South Atlantic range to Trieste at $5.25 gross form, for 

ecember; a 3,453 net ton steamer from the North Atlantic 








* 


range to West Italy at about $4.90 for December-January, and 
a vessel of 1,428 net from the North Atlantic to Bilbao at about 
$3.80, free discharge for loading the first half of December. 

Tonnage to move coal from the Atlantic range to West Italy 
Was reported working but it was understood that owners’ ideas 
were much higher than those indicated by shippers. No coal 
fixtures developed during the week. 

A few tanker fixtures materialized, including two dirty ves- 
sels, one of 9,000 and the other of 10,000 tons, from the Gulf 
to the French Atlantic range, the first at 13s 6d and the latter 
at 12s 6d for November loading. Two coastwise fixtures were 
reported, a steamer for light crude from the Gulf to North of 
Hatteras at 30c for early December, and one for gasoline, also 
Gulf-North of Hatteras, at 34c for early December. 

Interference with the movement of freight at New York 
piers by pickets of the teamsters’ and longshoremen’s unions 
through refusal to allow trucks with non-union drivers to enter 
piers was reported this week. The situation. was said to pre- 
vail generally on all piers. The Morgan Line, which last week 
had reported trouble, on Pier 49, said the situation there was 
back to normal, however. Argument by counsel for the group 
of commercial organizations which took court action last year 
against the unions and steamship companies, was to. be heard 
November 22 before the Court of Appeals at Albany, on their 
application for a reversal of the decision of the Appellate Divi- 
sion made in Brooklyn last July. At that time the Appellate 
Division reversed the decision of Supreme Court Justice Burt J. 
Humphrey, who had issued an injunction against stoppage of 
the movement of freight at the piers. 

In answer to assertions by shippers that the pier labor 
situation was diverting commerce from the Port of New York, 
Joseph P. Ryan denied that this was so. “What we are trying 
to do,” said Mr. Ryan, “is merely to get uniform rates for 
shippers, so that all will be on a true and fair competitive basis. 
We are trying to establish the transportation business on a 
sound footing and are willing to meet the issue in any tribunal 
in the land.” 


WATER CARRIER AGREEMENTS 


The following described action has been taken by the De- 
partment of Commerce on agreements filed pursuant to the 
provisions of section 15 of the shipping act, 1916, as amended: 


Agreements Approved 


_ Agreement No. 4582 between Panama Mail Steamship Co. (Grace 
Line) and American South African Line, Inc., providing for the trans- 
portation of rubber battery boxes under through bills of lading from 
Pacific Coast ports to Capetown, Port Elizabeth, East London, Port 
Natal and Lourenco Marques. 


Agreement No. 4583 between American-Hawaiian Steamship Com- 
pany and American South African Line, Inc., providing for the trans- 
portation of rubber battery boxes under through bills of lading from 
Pacific Coast ports to Capetown, Port Elizabeth, East London, Port 
Natal and Lourenco Marques. 


Agreement No. 4603 between Linea Sud-Americana, Inc., and Bull 
Insular Line, Inc., providing for the transportation of canned corned 
beef and jerked beef under through bills of lading from Montevideo 
and/or Buenos Aires to Puerto Rico. 

Agreement No. 4614 between Luckenbach Gulf Steamship Com- 
pany, Inc., and Transatlantic Steamship Company, Ltd., providing for 
the transportation of cargo under through bills of lading from U. S. 
Gulf ports to Australia and New Zealand. 

Agreement No. 4619 between The Harkins Transportation Com- 
pany and Nelson Steamship Company providing for the transportation 
of cargo under through bills of lading from Astoria and Longview to 
U. S. Atlantic Coast ports. 

Agreement No. 4628 between Kawasaki Kisen Kabushiki Kaisha 
and American-Hawaiian Steamship Company providing for the trans- 
portation of cargo, with the exception of silk, bullion, and specie, 
under through bills of lading from Japan, Formosa, China and Hong 
Kong to U. S. Atlantic Coast ports. 

Agreement No. 4629 between Anchor Line (1935) Ltd. and Southern 
Pacific Company (Morgan Line) providing for the transportation of 
cargo under through bills of lading from Glasgow to Galveston and 
Houston. 

Agreement No. 4631 between American-Hawaiian Steamship Com- 
pany and Border Line Transportation Company providing for the 
transportation of cargo between Los Angeles Harbor, Oakland, and 
ae a and Vancouver and Victoria, B. C., under through bills 
oft lading. . 

Agreement No. 4638 between Nippon Yusen Kaisha and Lucken- 
bach Gulf Steamship Company, Inc., providing for the transportation 
of cargo under through bills of lading from China, Japan, Manchukuo, 
Hong Kong and the Philippine Islands to U. S. Gulf of Mexico ports. 

Agreement No. 4650 between Frank Waterhouse & Company of 
Canada, Ltd., and American-Hawaiian Steamship Company providing 
for the Transportation of cargo under through bills of lading from 
Vancouver, Victoria, New Westminster, Powell River, Chemainus, 
Port Alice, and Woodfibre, British Columbia, and any other British 
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Columbia loading ports of Frank Waterhouse & Company of Canada, 
Ltd., to U. S. Atlantic Coast ports. 

Agreement No. 4655 between Calmar Steamship Corporation and 
Richmond Navigation & Imp. Company providing for the transporta- 
tion of cargo under through bills of lading between Atlantic Coast 
ports and Alameda, Oakland, and Richmond. 

Agreement No. 4657 between Silver Line Limited and Southern 
Pacific Company (Morgan Line) providing for the transportation of 
cargo under through bills.of lading from the Philippine Islands, Dutch 
East Indies, Straits Settlements, and Ceylon to New Orleans, Galves- 
ton, and Houston. 

Agreement No. 4658 between Elder Dempster Lines, Ltd. (West 
Africa Line) and Southern Pacific Company (Southern Pacific Steam- 
ship Lines ‘‘Morgan Line’’) providing for the transportation of cargo 
under through bills of lading from West African ports to New Orleans, 
Galveston, and Houston. 

Agreement No. 4661 between Nelson Steamship Company and The 
Bull Steamship Line providing for the transportation of cargo under 
through bills of lading from Pacific Coast ports to Fort Pierce, Miami, 
and Port Everglades. 

Agreement No. 4663 between Kokusai Kisen Kaisha and Lucken- 
bach Gulf Steamship Company, Inc., providing for the transportation 
of cargo under through bills of lading from Japan, Korea, Manchuria, 
Formosa, China, Hongkong, Indo-China, Philippine Islands, and 
Straits Settlements to U. S. Gulf of Mexico ports. 

Agreement No. 4664 between Kawasaki Kisen Kaisha and Lucken- 
bach Gulf Steamship Company, Inc., providing for the transportation 
of cargo under through bills of lading from Japan, China, and Man- 
chukuo to U. S. Gulf of Mexico ports. 

Agreement No. 4666 between The Atlantic & Caribbean Steam 
Navigation Co. and the Anchor Line (1935) Limited providing for the 
transportation of citrus fruit under through bills of lading from Puerto 
Rico to the United Kingdom. 

Conference Agreement No. 79-6 between American-Hawaiian 
Steamship Company, Hammond Shipping Co., Ltd., Los Angeles 
Steamship Company, McCormick Steamship Company, et al., com- 
prising the membership of the Pacific Coastwise Conference, waives 
certain provisions of the agreement of that conference (Conference 
Agreement No. 79, as amended) to relieve the Los Angeles Steamship 
Company of its share of expenses of the conference from October 1, 
1935, until the effective date of its withdrawal from conference mem- 
bership and permits the return of that carrier’s penalty deposit as 
soon after the approval of Conference Agreement No. 79-6 as cir- 
cumstances will permit. 


Agreements Cancelled 


Agreement No. 715 between Fabre Line and The New York and 
Porto Rico Steamship Company providing for the transportation of 
cargo under through bills of lading between Marseilles, Naples, Bar- 
celona, Malaga, Palamos, Seville, and Valencia, and Puerto Rican 
ports. 

Agreement No. 1326 between Nippon Yusen Kaisha and Lucken- 


bach Gulf Steamship Company, Inc., is superseded by agreement 
numbered 4638. ¥ 
Agreement No. 1572, as amended, between Shepard Steamship 


Ltd., providing for the trans- 
Atlantic 


Co. and Transatlantic Steamship Co., 
portation of cargo under through bills of lading from U. 8S. 
Coast ports to Australia and New Zealand, 

Agreement No. 1629, as amended, between Swayne & Hoyt, Ltd. 
(Gulf Pacific Line) and Ellerman & Bucknall Steamship Company, 
Ltd. (American & Indian Line) providing for the transportation of 
cargo under through bills of lading from U. S. Pacific Coast ports 
to ports in Egypt, India and on the Persian Gulf. 


Agreement No. 2009 between Kokusai Kisen Kaisha and Lucken- 
bach Gulf Steamship Company, Inc., is superseded by agreement num- 
bered 4663. 

Agreement No. 2034 between Panama Pacific 
France Line provides for the transportation of 
through bills of lading from Balboa to Bordeaux. 

Agreement No. 2060 between Panama Pacific Line and Compagnie 
Generale de Navigation a Vapeur provides for the transportation of 
ivory nuts under through bills of lading from Balboa to Barcelona. 

Agreement No. 2065 between Panama Pacific Line and Kokussi 
Kisen Kabushiki Kaisha providing for the transportation of ivory nuts 
and cocoa beans under through bills of lading from Balboa to Japan 
and China, 

Agreement No. 2066 between Panama Pacific Line and Kawasaki 
Kisen Kaisha providing for the transportation of ivory nuts and 
cocoa beans under through bills of lading from Balboa to Yokohama, 
Kobe, Osaka, and Shanghai. 


Agreement No. 2116 between Kawasaki Kisen Kaisha and Lucken- 
bach Gulf Steamship Company, Inc., is superseded by agreement num- 
bered 4664. 

Agreement No. 2193 between American-Hawaiian Steamship Com- 
pany and the Border Line Transportation Company is superseded by 
agreement numbered 4631. 

Agreement No. 2217 between Luckenbach Gulf Steamship Com- 
pany, Inc., and Transatlantic Steamship Company, Ltd., is superseded 
by agreement numbered 4614. 

Agreement No. 2333 between Pacific Steamship Lines, Ltd., and 
Gulf Pacific Mail Line, Ltd., providing for the transportation of wrap- 
ping paper, newsprint paper, and toilet paper under through bills of 
lading from Portland, Oregon, to Puerto Colombia, Cartagena, and 
Curacao. 

Agreement No. 2340 between United States Lines Company (Amer- 
ican Merchant Lines) and Dollar Steamship Lines, Inc., Ltd., pro- 
viding for the transportation of cargo under through bills of lading 
from London to Pacific Coast ports. 

Agreement No. 4063 between Bay Cities Transportation Company 
and Shepard Steamship Company providing for the transportation of 
cargo under through bills of lading between Oakland, Alameda, and 
Richmond and U. S. Atlantic Coast ports. 

Agreement No. 4432 between Swayne & Hoyt, Ltd. (Gulf Pacific 
Line), and The New York and Porto Rico Steamship Company pro- 
viding for the transportation of specified commodities under through 
bills of lading from U. S. Pacific Coast ports to Puerto Rico and the 
Dominican Republic. 

Agreement No. 4508 between Frank Waterhouse & Company of 
Canada, Ltd., and American-Hawaiian Steamship Company is super- 
seded by agreement numbered 4650. 

Arrangement between American-Hawaiian Steamship Company 
and North German Lloyd included in Agreement No. 331, which pro- 
vides for the transportation of cargo from U. S. Pacific Coast ports 
to United Kingdom and European ports. 

Arrangement between Bull Insular Line, Inc., and Linea-Sud- 
Americana, Inc., Garcia & Diaz, Agents, included in Agreement No. 


Line and America 
ivory nuts under 


The Traffic World 








Vol. LVI, No. 





760, which provides for the transportation of canned corned beef aj; 
jerked beef under through bills of lading from Montevideo and Buen, 
Aires to Puerto Rico. 

Arrangement between Quaker Line and Pacific Java Bengal Li, 
and that between Quaker Line and Osaka Shosen Kaisha included ;, 
Agreement No. 911, which provides for the transportation of cars, 
under through bills of lading from U. S. Atlantic Coast ports to Fy, 
East and Orient. 


OLIVE OIL, ETC., FROM ITALY 


Examiner A. L. Lansdale, of the Shipping Board Burea, 
in a proposed report in No. 186, Port of Philadelphia Ocea 
Traffic Bureau vs. The Export Steamship Corporation et al., ha 
recommended dismissal of the complaint on a finding that rate 
on general cargo and olive oil from Italian ports higher t 
Philadelphia than to New York have not been shown to 
unduly preferential or prejudicial, or unjustly discriminatory, 
and that the conference agreement under which defendants 
operate in this trade has not been shown to be detrimental] ty 
the commerce of the United States or to be in violation of the 
shipping act, 1916. The defendants are members of The Wes 
Coast of Italy and Sicilian Ports-North Atlantic Range Confer. 
ence, U. S. Shipping Board Bureau agreement No. 2846, approvej 
March 28, 1934. 

Under the agreement provision is made for application of 
surcharges on traffic delivered at Philadelphia and Baltimore, 





Traffic destined to Philadelphia is transported by defendant; § 


only in cargo vessels which call first at New York, says the 
report. The examiner said the record indicated that with this 
service it took approximately eight days longer for cargo to 
be delivered at Philadelphia than at New York, and that the 
service to Philadelphia was less frequent than the service to 
New York. He said the rate to Philadelphia was constructed 
by adding a surcharge of 65 cents a ton, or cubic meter, on gen- 
eral cargo, and a surcharge of $1.30 a ton on olive oil, to the 
New York rate. Twenty-six items are listed, however, on which 
no surcharge is imposed. The examiner said the complainant 
did not establish its case. He said a mere difference in rates 
did not establish unjust discrimination or undue preference or 
prejudice, citing Texas & Pacific vs. I. C. C. 162 U. S. 197. He 
said undue preference or prejudice, or unjust discrimination 
might not be assumed or left to inference but must be estab- 
ished by evidentiary facts. 


HANDLING CHARGES AT PACIFIC PORTS 


Discontinuance of the absorption of the cost of handling 
export and import cargoes between ships’ tackle and termiaals 
in the freight rate, announced by Pacific coast conferences to 
be effective early in 1936 (see The Traffic World, November 2, 
p. 775), will apply in the trans-Pacific-Oriental trade only on 
local cargo, according to a statement issued by L. L. Bates, 
general freight agent, American Mail Lines, Seattle, Wash. Mr. 
Bates’ statement follows: 


There is considerable misunderstanding in regard to assessing a 
handling charge on the Pacific coast against cargo. I am therefore 
setting forth how the charge is to be applied* in connection with 
trans-Pacific-Oriental traffic. 

In the first place, it has been decided to apply handling charge 

against cargo all up and down the Pacific coast, including Canada, 
in all trade routes. The handling charge will be assessed against all 
cargo inward and outward in some trades, but in the trans-Pacific- 
Oriental trade it was decided to assess the charge only against what 
is considered local cargo. 
_ Export overland cargo is described to be “traffic received by ocean 
lines from rail carriers originating in the states of Minnesota, Iowa, 
Kansas, Oklahoma, Texas and states east thereof, and in addition the 
cities of Denver and Pueblo, Col., Omaha, Neb., and from points in 
Canada east of the Saskatchewan-Manitoba boundary line.” 

All cargo originating west of these points is considered local 
cargo. 

Import Cargo: It is the intention to have all of the Oriental tariffs 
describe overland and local territory the same way so as to be uni- 
form. Some of the tariffs are practically in unison now, others re- 
quire some slight amendments to place them in unison. It will, of 
course, take a little time to get these details worked out in the various 
conferences although it is the intention for the handling charge to 
become effective in this particular trade on import cargo Feb. 1, 1936, 
concurrently with the application on export traffic. 


NEW INTERCOASTAL LINE RATES 


H. S. Brown, chief of the division of regulation of the Ship 
ping Board Bureau, who had previously arranged for a confer- 
ence to be held November 25 on requests of intercoastal car- 
riers that the Department of Commerce suspend the eastbound 
and westbound tariffs filed by the new intercoastal line carrier, 
the Bulk Carriers Corporation, effective December 2, announced 
November 21 that the conference had been deferred temporarily 
because the carrier had voluntarily postponed the effective date 
of the tariffs until February 2. 

The protesting intercoastal carriers contended that if the 
tariffs became effective the present intercoastal rate structure 
would be broken down because the Bulk Carriers Corporation 
rates would be lower than the prevailing rates. 
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MERCHANT MARINE CONFERENCE 


The Traffic World New York Bureau 


The American Merchant Marine Conference, held in con- 
junction with the ninth annual convention of the Propeller Club 
of the United States, met in New York November 18 and 19 
in an effort to determine a proper policy for development of 
the American merchant marine. 

Interest was focused on the report of the special commit- 
tee appointed to coordinate the results of a questionnaire cir- 


cluded jy 
of Cargy 
ts to Far 








Bureay, 


1 Oc : , a 

al. in culated throughout the marine and allied industries as well as 
at rate among chambers of commerce and other organizations and the 
gher to daily and trade press in an attempt to crystallize countrywide 


opinion on the subject of the merchant marine. 


‘natal In its preliminary report, which was submitted at the clos- 
endant: im ing session of the conference, the committee found that govern- 
2ntal to ment ownership of the merchant marine was unanimously op- 
| of the posed in the marine industry and its allied interests and that 


public opinion was in general against it. General expression 


ie W = ie sre ; 
~ was also in favor of direct subsidies to shipping and also in 


onal favor of the reciprocal trade agreement policy of the Admin- 
istration. 

tion of Replies from thirty states and one foreign country showed 
timore unanimous approval of an adequate merchant marine for na- 
ndants tional defense and development of the foreign commerce of the 
ys the & United States and in favor of private operation and private 
th this ownership. With one exception, approval of subsidies was ex- 
TZ0 to pressed and, in the case of this exception, it was stated that 
at the subsidies would be approved when “some better method is de- 
vice to veloped for determining and applying such differential, if any.” 
tructed With two exceptions all were of the opinion that govern- 
Mn gen- ment ownership of shipping would not be effective in develop- 
to the ing and maintaining foreign trade. With two exceptions all 
which believed that the government should adapt a permanent com- 
ainant mercial policy cooperating with shipping interests. 

rates The majority of the replies favored ratification by the 
nce or United States of the 1929 International Convention on Safety 
7. He of Life at Sea. 

nation Among the ship owners all of those replying, with one ex- 
estab- ception, were in favor of a privately-owned and privately-oper- 


ated merchant marine. Most of those replying favored the 
direct subsidy, the few remaining favoring the present mail 
subvention, properly controlled. The majority favored a decla- 
ration in the law that the United States proposed to develop a 
merchant marine capable of carrying a specific percentage of 


RTS 


ndlin . : : 

aan its foreign commerce and a few favored this provided it was 
es to not restricted upward. A small minority felt that the law should 
ber 2, not deal with this particular detail. 

ly on Practically all were opposed to the present method of ad- 
Bates, ministration and were in favor of setting up an independent 


Mr. commission, such as the United States Maritime Authority, pro- 
posed in H. R. 8555. The majority favored three members on 

; such a commission, there being a general opinion that the 
me fewer the better and that long terms would be preferable, the 
with length of term suggested running up to 15 years. It was unani- 
mously felt that political affiliation should not be a requisite 


— to appointment and the attitude was generally favorable toward 
st all requiring experience in the marine industry as a qualification 
cifie- for membership on such a commission. 
what The answers to the questionnaires generally favored the 
>cean direct subsidy method. The great majority of opinion was op- 
lows, posed to the so-called “Haag Plan” and favored the system 
ae whereby the owner would contract for the building of a ship, 
with the government assuming the difference between American 
local and foreign costs. Few owners favored the proposal that the 
riffs government construct ships and charter and/or sell to the pres- 


uni- ent operators. 


= All replies from the owners favored awarding contracts 
; for construction on a basis of competitive bids. The majority 


rious 
e to of the replies were opposed to an operating subsidy on a basis 
1936, of continuation of the mail contracts, favoring an outright op- 
erating subsidy. All were of the opinion that any reduction in 
the present ocean mail contract would result in the lowering 
of efficiency and that the majority of American steamship com- 
hip panies in foreign trade would be compelled to turn to the opera- 
fer: tion of foreign ships if all subsidies were withdrawn. 
car- ; Most of those who replied indicated a belief that an operat- 
und ing subsidy that just equalled the difference between their pres- 
‘ier, = operating cost and the operating cost of their competitors 
ced Pps not place them on an equality with those competitors. 
rily mea Teplies favored the regulation of shipping by the proposed 
ate aritime Authority. The question as to whether regulation 
ee be made the function of one body and administration of 
the Thee laws another indicated a 50-50 division of opinion. 
are he majority were opposed to regulation by the Interstate Com- 
ion merce Commission. 


With regard to seamen and personnel, the majority were 
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of the opinion that 100 per cent American citizens should be 
attained but most expressed the opinion that the steward’s 
department should be exempt from this requirement. All 
favored the three-watch system aboard ship. All favored the 
adoption of the continuous discharge book. All were in favor 
of adopting minimum wage scales for officers and crews. 

C. H. C. Pearsall, chairman of the conference, said great 
significance was attached to the replies received from disinter- 
ested bodies and that, for the first time, the shipping industry 
was in a position to submit to Congress an approved merchant 
marine plan. 


Address by Roper 


A plea that at least a beginning be made at the next ses- 
sion of Congress in getting enacted ship subsidy legislation along 
the lines recommended by President Roosevelt was made by 
Daniel C. Roper, Secretary of Commerce, in an address Novem- 
ber 18. 

Secretary Roper, who is the administrator of the shipping 
laws, and who is supervising the drafting of proposed subsidy 
legislation, did not go into details in discussing the legislative 
situation, confining himself only to broad aspects of the prob- 
lem. 

After pointing out that the American merchant marine 
needed modern cargo liners, he said official figures recently com- 
piled showed that in the event of a major campaign the present- 
day United States Navy would need 900 merchant ships, totaling 
approximately 6,000,000 gross tons, while “we have only 488 
carriers of goods and passengers in the foreign trade of ap- 
proximately 3,065,000 gross tons.” 

Asserting he did not believe in the principle of subsidies 
as a continuing feature “in any of our economic segments,” he 
suggested that a merchant marine program be planned “that 
will look to a gradual decrease of subsidies and the strengthen- 
ing of the industry through non-governmental financing and 
support.” Remarking that the present subsidy system had 
proved more or less unsatisfactory and had failed to provide 
the sort of merchant marine so much needed, he asserted that: 


We need a new system of government aids, fashioned along 
more scientific lines, a business-like system wisely administered that 
will develop and maintain a thoroughly modern foreign-trading fleet, 
large enough for our commercial needs, awakening and gratifying our 
national pride, and of speed and efficiency that will meet all the aux- 
iliary requirements of the Navy in time of emergency. 

Now it is one thing to say that we need a new system of govern- 
ment aids, and quite another to say just what form these aids should 
take. Fortunately the President has laid down the broad general 
scheme or outline which in his opinion should be followed by Con- 
gress in enacting legislation designed to put a new subsidy system 
into effect. The Chief Executive recommends that the existing ocean- 
mail contracts be terminated, and that they be superseded by a more 
direct form of subsidy,-in which the construction and operating aids 
would be treated separately. The amount of subsidy granted in any 
given case to be based on differentials in building and operating 
costs, plus a third factor brought into The equation by reason of the 
liberal subsidies paid by many foreign governments to their shipping 
agencies. I agree with the President when he says that if we ap- 
proach the problem realistically its solution becomes a comparatively 
simple thing. 

Our merchant marine problems are complicated by the fact that 
we are in competition with all the maritime nations of the world. 
There is no international standard of wages, material costs, regula- 
tions and in many of the other factors entering into ship building, 
ship operation, and other factors in foreign trade. For example, our 
higher standard of living places us in a disadvantageous competition 
with other countries where living and working conditions are lower 
than ours. Due to higher standards of living and wage scales, the 
ship building, ship repair and ship operating costs are much higher 
in the United States than in other important maritime nations. The 
practical question with which we are faced is how labor and other 
extra cost differentials can be met or equalized so as to permit the 
building and maintenance of an adequate American merchant marine. 

We have followed the principle that our standard of living must 
be maintained and, in insisting upon an adherence to this principle 
in all economic activities affecting shipping there must result an im- 
position of unbearable handicaps upon ship owners and operators 
which, if given no offsetting advantages, would make the private 
maintenance of our merchant marine impossible. Without equalizing 
factors many American ship builders and ship operators would even- 
tually go out of business. This should make plain why a subsidy is 
mandatory to American merchant marine development. 

Early in the last session of the Congress, a new merchant marine 
bill was introduced in the Senate by the chairman of the Senate com- 
merce committee, and in the House by the chairman of the committee 
on merchant marine and fisheries. Failure to secure the enactment 
of the new law cannot be attributed to any lack of interest on the 
part of those most concerned, but to divergencies of opinion as to 
methods and procedure. Obviously, it is going to be impossible to 
enact shipping legislation that will be entirely satisfactory to the 
various elements composing the American shipping industry. Some 
lines operate exclusively in foreign trade, others divide their business 
ketween foreign and intercoastal trade, still others comprise indus- 
trial carriers which transport a percentage of foreign goods. These 
are the major differences and characteristics, but there are additional 
complexities which complicate the problem. To get a law that will 
be one hundred per cent satisfactory to each of these several interests 
would seem impossible. Hence, réasonably effective initial legislation 
as a starting point, to which modifications and adjustments can be 
made later, would or should be possible. This means some concessions 
and some compromises. Our task, then, is to secure at the next ses- 
sion of the Congress legislation sound as in general principle and in 
the light of the first year or two of experience under the new law 
to work out those changes or amendments necessary to bring about 
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maximum benefits and minimum hardships. Let us say here with 
great frankness that we are at that critical point in our merchant 
marine situation when the industry must support an approach of this 
kind if government ownership and operation is to be delayed or pre- 
vented. 

As I view the picture, legislation along the lines indicated will 
provide a basis which over a period of years will gradually lessen the 
extent of government aid and government participation. 


Another speaker at the first day’s session of the confer- 
ence was Joseph B. Weaver, director of the Bureau of Naviga- 
tion and Steamboat Inspection, who urged immediate action 
to develop an adequate merchant marine. He charged that 
there had been for many years a “sinister influence” working to 
combat any constructive legislation for the merchant marine 
and asked that the conference “smoke out this influence.” 

Robert C. Lee, vice-president of Moore and McCormack, 
steamship operators, said American shipping needed a “czar” 
more than baseball ever needed Judge Landis or the movies 
Will Hays. The American merchant marine must be built up 
on liner rather than tramp standards, he said, and American 
ship operators must, thus, accept conference agreements with 
foreign competitors as the best means of insuring the success 
of lines operated on regular schedules. He pointed out that, 
while the Copeland-Bland ship subsidy bill as finally drafted 
withheld the right of American lines to make rebates to ship- 
pers in return for the promise of exclusive handling of their 
cargoes, this rebate principle was an essential feature of the 
conference plan. 

The maritime position of the United States was today better 
than it has been for seventy years, Alfred H. Haag, chief of 
the division of shipping research of the Shipping Board Bureau, 
said in his address, but, unless legislation passed at the next 
session of Congress made possible an early, orderly, and ade- 
quate ship replacement program, the time was not far distant 
when the flag would again be a strange and unfamiliar sight 
on the seven seas. 

Presenting an analysis of the “shipping dollar,’ R. J. Baker, 
president of the American Steamship Owners’ Association, said 
83 per cent of all shipping revenues ultimately found their way 
into the pockets of labor, leaving less than 17 per cent for 
capital costs, and urged that practical plans be provided to 
furnish the necessary aid to shipping without impairment of the 
general objective through controversies over administrative 
detail. 


Other speakers included Howard S. Cullman, vice-chairman 
of the Port of New York Authority, on safety of life at sea; 
Captain John S. Milliken, president of the United Licensed 
Officers’ Association, and Dock Commissioner John McKenzie, 
who welcomed the delegates to the conference in behalf of 
Mayor LaGuardia. 


Before adjourning the conference adopted several resolu- 
tions. One, offered by Malcolm Stewart, chairman of the Middle 
West Foreign Trade Committee, urged the President to appoint 
a bureau of three men of high character and selected because 
of their knowledge of shipping, to administer the regulatory 
shipping laws passed by Congress. It was also urged that ade- 
quate aid be given to shipping in foreign trade in order to over- 
come the handicaps faced by American shipowners in competi- 
tion with foreign vessels. 

Other resolution urged that section 16, of the shipping act 
be amended to permit rebates by American lines and that the 
R. F. C. be authorized to make loans to shipowners on a simi‘ar 
basis with railroads and other corporations. 

Speakers at the final session were the Rev. Edmund A. 
Walsh, S. J., vice president of Georgetown University, who 
urged that the shipping men, when approaching Congress with 
a subsidy bill, go with more unity than had previously pre- 
vailed, and Representative Frederick R. Lehlbach, of New Jer- 
sey, ranking Republican member of the House merchant marine 
committee. Mr. Lehlbach said he believed that, if the shipping 
men convinced the President of the sincerity of their purpose 
and the soundness of their position, a solution of the ship sub- 
sidy problem might be reached. 


SHIPPING RATE ORDER 


Secretary Roper, of the Department of Commerce, issued an 
order November 18 requiring the Isbrandtsen-Moller Company, 
Inc., to file with the Shipping Board Bureau, not later than 
December 16, each port-to-port and transshipment rate charged 
or collected by it in the period from September 1 to November 
12, inclusive, for the transportation of property, except cargo 
loaded and carried in bulk without mark or count, from the 
United States to foreign countries. 

The Isbrandtsen-Moller Company declined to comply with 
the order of Secretary Roper requiring all common carriers by 
water in foreign trade of the United States to file, on or after 
September 1 within thirty days of the effective dates, all rates 
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and charges from the United States to foreign countries (gq 
Traffic World, October 12, page 599). 

The order now issued by Secretary Roper is issued unde, 
authority conferred by section 21 of the shipping act and vio,§ 
tion of it will carry penalties. The action of the secretary, ; 
was said, put it up to the company to decide whether it wou, 
file the rates or attack the order in the courts. 




















INTERCOASTAL CARGO CHARGES 


Reparation on account of imposition of assembling and dj. 
tributing charges is sought in Shipping Board Bureau Docke 
No. 331, Associated Jobbers and Manufacturers on behalf of 
Voyle Manufacturing Co., Inc., Los Angeles, vs. Americap. 
Hawaiian Steamship Co. et al. 

Additional complaints seeking reparation on account of in. 
position of assembling and distributing charges are: No. 33) 
American Cyanmid Co. vs. American Hawaiian et al., and No, 
333, American Cyanmid & Chemical Corporation vs. Americay 
Hawaiian et al. 





IMPROVEMENT OF WATERWAYS 


The War Department has announced allotment of $225,00) 
for maintenance dredging in the Mississippi River between the 
Ohio and Missouri rivers. It said the unusually low stage of 
the river necessitated that serious traffic difficulties in the move § 
ment of tows be avoided. 


ILLINOIS AND MISSISSIPPI CANAL 


On recommendation of the board of engineers for rivers 
and harbors, a survey of the [Illinois and Mississippi Canal, 
with a view to determining the advisability of providing a 
navigable channel 9 feet in depth and of suitable width by 
dredging and enlarging the locks, and to devising a plan for 
reducing the number of locks in the waterway, has been directed 
by the chief of engineers of the War Department in accordance 
with an authorization by Congress. The objective is to pro- 
vide a waterway on which modern barges may operate between 
the Illinois River and Mississippi River. 


CHICAGO TRAFFIC COUNCIL 


Revenue freight loading the week ended November 16 totaled 
628,330 cars, 25,195, or 3.9 per cent, under the preceding week, 
but 43,296, or 7.4 per cent, above the corresponding week last 
year and 25,622, or 4.3 per cent, above the corresponding week 
in 1933. Miscellaneous totaled 255,029; merchandise, 159,172; 
coal, 122,409; coke, 7,120; grain and products, 29,133; livestock, 
17,138; forest products, 26,049; ore, 12,280. 

Sensing the need for greater general and cooperative ac- 
tivity among its members, the traffic council of the Chicago 
Association of Commerce, at a meeting in the rooms of the 
Traffic Club of Chicago, Palmer House, November 18, appointed 
a special committee to study the general situation and to draw 
up a tentative expression of general policy, a program of objec 
tives and a code of ethics for submission té.a general meeting. 
The general meeting, arrangements for which were placed in 
the hands of another special committee, will be held in January, 
1936. 

The following were appointed members of the policy com- 
mittee: D. W. C. Becker, director, traffic management depart: 
ment, La Salle Extension University, chairman; Homer Legal, 
traffic manager, Morton Salt Company; John Bingham, general 
traffic manager, Corn Products Refining Company; O. H. Kleis, 
traffic manager, Butler Brothers, and David Bunn, traffic man- 
ager, William Wrigley, Jr., Company. The committee to make 
arrangements for the January dinner and meeting, at which 
new officers will be installed, consists of Tim Mackey, traffic 
manager, Western Shade Cloth Company, chairman; W. H. Ott, 
general traffic manager, Kraft-Phenix Cheese Company; F. L 
Waggoner, traffic manager, Chicago Mail Order Company; John 
Middleton, traffic manager, Pioneer Paper Stock Company, and 
Arthur Schwiedert, acting traffic director, Chicago Association 
of Commerce. 

The following officers were elected at the meeting: General 
Chairman, S. L. Felton, general traffic manager, Acme Steel Cor- 
poration; vice-chairman, E. F. Scott, traffic manager, Beatrice 
Creamery Company. They will be installed at the January dit 
ner meeting. L. E. Muntwyler, general traffic manager, Mont 
gomery Ward and Company, is the present general chairmal, 
and C. W. Hester, district traffic manager, Federated Metals 
Corporation, is the present vice-chairman. 


The abstracts of tariff filings, rejections, suspel- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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Industrial Traffic Management 


Eleventh of Thirty-Six Articles by G. Lloyd Wilson, Professor of Transportation and Public 
Utilities, University of Pennsylvania, and Chairman, Committee on Education 
and Research, Associated Traffic Clubs of America—Special and 


~ A Terminal Freight Services 
CKet 


ehalf 
merlin Ta transportation of freight involves more than the mere’ uled car movement of L. C. L. freight not only increases the 






movement of the goods from the point of origin to desti- speed of movement but reduces the danger of loss and damage. 
nation. Special services en route must be arranged for, in The difficulty is that, in establishing regular schedules regardless 


t of im. 
No. 333 order to enhance the flexibility of marketing, and various services of or with little regard for volume of freight available for trans- 
and No. must be arranged for either before the goods leave the ter- portation, the result may be light loading of freight cars. This 


merica, /minals at the points of origin or after they have arrived at the is likely to be true particularly in cases where several competi- 
terminals at the destination points in order to adapt the trans- tive railroads offer scheduled L. C. L. package car service be- 
portation services to meet industrial requirements. These serv- tween the same points of origin to the same destination points 
ices may be divided into two groups—special freight services On the same days. Regular applicable L. C, L. rates are charged 
and terminal freight services. Industrial traffic managers must for shipments transported by scheduled merchandise car service. 


i know the rules, regulations and charges applicable to these Perishable Protective Services 
tage of Me Services and make the arrangements necessary to obtain them A group of special services used in connection with the 
2 move & when needed. ial Sroad : - 7 — J transportation of fruits, vegetables, dairy products, meats and 
Many "Se eat freight services had their origins in packing house products, and other perishable foods are collec- 
the efforts 0 aie yo Ss to compete more effectively with other tively known as “perishable protective services.” These services 
railroads or with o her agencies of transportation or to accede jnclude refrigeration, pre-cooling, icing, top-icing, ventilation, 
tii to the demands of shippers for improved types of freight services and heating. 
Cana SE TEN Tey epee cuiseaga te tas 4h vlioagis coos aoe at ap oe aan oe 
i e 
ith’ he Foremost among these special services are the fast, sched- private freight car companies, though some refrigerator cars are 
lan for uled, expedited, manifest, or otherwise designated movements of owned by the rail carriers directly. The cars are brought to 
irected freight trains between railroad yards on a regular rather than a_ the required temperature, before the freight is loaded, by the 
rdance @m tonnage basis. Ordinary “dead” or “drag” freight trains were use of ice or ice and salt in the bunkers of the cars. After 
0 pro. formerly the principal means of moving freight from yard to the goods are loaded, the cars are reiced, if necessary, at the 
otween ME Yard. Trains were made up in the yards for movement when points of origin, and as frequently as necessary in transit at icing 
there were available for movement a sufficient number of freight stations. The frequency of the reicing and the amount of ice, 
cars to justify movement. The size and frequency of the trains ice and salt, or other refrigerants used depends on the tempera- 
depended on business conditions, the tractive effort of available tures at which the goods must be kept to preserve their quality, 
locomotives, the congestion or freedom from congestion of the the weather and temperature conditions, and the distances the 
totaled yards at each end of the movement, the availability of train shipments must be moved. Artificial refrigeration also has been 
week, crews, and other factors. Fast and regular movement of freight used successfully. It is possible, through the development of 
kK last traffic, not many years ago, was given only to items of traffic improved refrigerator cars and more efficient refrigeration, to 
week where speed was essential to prevent deterioration and to avoid move many different kinds of highly perishable commodities 
59,172: claims for loss or damage or to accommodate shippers or con- thousands of miles without spoilage and with only slight varia- 
stock, signees who required their freight to be moved quickly. Fruits, tions in temperature. Recording thermometers are sometimes 
vegetables, live stock and poultry, packing house products and used to record the temperature variations en route. 
ve ac. Se ee eee ee _ oe Raggy ere od Scales of extra charges varying in amount with the amount 
licago aaamaeate , ear 8, and simi rv aa or tra - of refrigerants and service required are charged in addition 
f the y receive expedited movement. t the time of the to the standard class or commodity rates applicable to the ship- 
yinted world war the volume of freight traffic and the urgency of move- ments. These and other charges for similar services are pub- 
draw pyre ws a large amount of freight traffic resulted in the system  jshed for many carriers in the perishable protective tariff. 
objec- pb ng en and oe me the expedited movement of food- Ventilation is used in connection with shipments of goods 
eting, . —“ teenage a itary goods, and other essential traffic used nich require circulation of fresh air to prevent spoilage. Re- 
ed in ro . @ Carriere 58 Saas hana gained period. After the war the trend frigerator cars are sometimes used and box cars are often used 
uary, oward style production of goods, more rapid and diversified ¢)' this type of service 
marketing, more discriminating consumption, and the competi- ? ‘ f ' 
“ tion of motor carriers conspired to make necessary the more Heating is necessary to prevent certain commodities from 
apart: regular and rapid movement of freight trains. Larger, more freezing in cold weather. Potatoes are often protected in 
egan, powerful, and faster freight locomotives were available to facili. transit in this way. Heater cars equipped with stoves especially 
neral tate the dispatch of freight and the result has been that railroad constructed and protected to avoid fire hazard are used in cases 
<leis, after railroad has increased the speed and regularity of freight where heat is required. The fires are ’tended by attendants who 
mant- train movements. Under various designations, such as _ travel with the shipments. Special portable heaters are sometimes 
make “limited,” “scheduled,” “expedited,” “preference,” “numbered,” installed temporarily in ordinary box cars to accommodate ship- 
rhich “arranged,” “dispatch,” “red-ball,” “high-ball” or “color prefer- ™ments requiring protection against cold. 
raffic ence,” various railroads have established regular scheduled In all perishable protective services, the goods must be 
Ott, freight movements. Many of the freight trains have descriptive kept in transit at relatively high speeds and, for this reason, 
P. Be and distinctive names in order to advertise the services. shipments receiving perishable protective services are usually 
John Not only are perishable shipments moved in such trains, moved on expedited or scheduled freight trains. 
and but also other types of traffic requiring fast movement and 2 
tion a freight traffic, on occasion. No extra charges are made Peddler Car Services 
tied ahs ar = guess ty these etme trains. The Another special service closely related to the perishable 
eral d lass or commodity rates applicable to the kind and heduled handi i 
Cor fg =U of freight im each consignment are charged a ep eg le ay ng nn 
p- Scheduled Package or Merchandise Car Services various kinds are sold by the salesmen or agents of the —_ 
j ing house companies in many communities that are too small to 
‘ont- Closely related to the expedited or scheduled carload freight muna aman shipments etean lots. The L. C. L. consign- 
nan, Services are the scheduled or daily or package freight services ments of the packing house products are loaded in station order 
tals ot less than carload shipments. The operation of these into refrigerator cars forwarded by the fastest available freight 
can “ — scheduled services for less than carload shipments _ service to the first destination. After the consignments for this 
Giliens at a principal stations at points of origin to selected destination are unloaded, the cars are forwarded to each suc- 
en- of L. ¢ a e destination cities makes possible the movement cessive destination until the final destination is reached. The 
LY cieiperahe - ee in the expedited freight trains at speeds shipments are billed at less than carload rates and to the car- 
“ mates the phon ng with the fastest carload freight, and elimi- riers are sometimes guaranteed minimum a car revenue, In 
cessity of transferring the L. C. L. freight from some cases a hundred or more L. C. L. consignments are loaded 


car to car at intermediate transfer points. The through sched- in a single refrigerator car in peddler car service. The competi- 
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tion of refrigerator motor trucks has made great inroads into 
peddler car traffic in recent years. 


Live Stock Services 


Special freight cars and special equipment are necessary in 
the transportation of live stock and live poultry. Single-deck 
live stock cars for cattle, double-deck cars for sheep, and multi- 
ple deck cars for live poultry are extensively used in the United 
States, and railroads offer special services in order to prepare 
the freight car equipment for use in connection with live stock 
traffic and to protect the animals and improve the marketing 
procedure. These special services include: 


1. Cleaning and disinfection of the cars. 

2. Movement of live stock traffic in special trains or in expedited 
scheduled trains. 

3. Transportation of attendants to protect, 
stock. 

4. Stopping of trains and unloading of the stock at intermediate 
points to protect them from deterioration. 

5. Stopping off of live stock at points to test the market. 

6. Stopping off of stock for grazing and fattening for market. 


feed and water the 


Live stock shipments are transported under the terms and 
conditions of the uniform live stock contract and at regular 
rates for transportation, subject to additional published charges 
for the special services. 


Reconsignment and Diversion 


The flexibility of marketing is facilitated by special services 
known as reconsignment and diversion, under the terms of which 
shippers can change the original consignee, destination, and 
route and substitute changes necessary because of resale of 
the goods in transit or to find more favorable markets. 

Though the terms “reconsignment” and “diversion” are dis- 
tinguishable, they are often used interchangeably in common 
transportation parlance. There are several distinguishable types 
of reconsignment or diversion for which different standard 
charges are made: 


1. Change in name of consignee. 
2. Change in name of shipper. 
3. Change in destination. 

4. Change in route. 


These changes may be made while the goods are in transit, 
at “hold points” to which cars are forwarded to be held awaiting 
these changes, or after the cars have arrived at their original 
destinations but before deliveries have been made. The charges 
for reconsignment and diversion vary, depending on whether 
only clerical changes need be made in the billing or whether 
extra transportation services are required. Demurrage charges 
are added if the cars must be held by the carriers awaiting 
diversion or reconsignment orders. The charges are published 
by the carriers in diversion and reconsignment tariffs, 


Transit Services and Privileges 


Among the most important and widely used special railroad 
freight services are the so-called ‘transit’ services or privileges 
under which shipments may be stopped-off in transit for varying 
periods of time for further fabrication or manufacture, for stor- 
age awaiting further transportation, distribution, and sale. 

Transit services of various kinds, for many different pur- 
poses, and on a variety of commodities have been established 
voluntarily by the carriers. The rail carriers have granted these 
privileges in order to meet the competition of other routes or 
other communities not served by their lines and to develop the 
traffic in the commodities requiring these services over their 
routes. The railroads are not under compulsion to establish 
transit services, but the establishment of the services must not 
result in unjust and unreasonable discrimination or undue prefer- 
ence or prejudice to any person, place, or commodity. 

Under typical transit arrangements, shippers may forward 
consignments of the commodities eligible to transit privileges 
billed to the final destinations with instructions that the goods 
be stopped-off in transit at designated points, usually intermedi- 
ate between origin and destination, though, for competitive and 
other reasons, some degree of circuity in routing is sometimes 
permitted. The goods are unloaded at the transit point and 
delivered to the factory, mill, plant, warehouse, or elevator where 
they are processed or stored under the terms and conditions 
stipulated by the transit period. If reshipped within the time 
limits prescribed by the transit tariffs—usually 12 months, 
though some shorter and a few longer periods are allowed in 
cases of certain commodities—the goods pay the through rates 
from the points of origin to final destinations in effect via the 
transit points on the commodities in the forms in which shipped 
from the transit points, plus fees for the extra switching and 
clerical services incident to the transit arrangements, and, in 
some cases, with extra charges for back or out-of-route hauls, in 
place of the combination of the rates from the points of origin 
to the transit points on the commodities in the forms in which 
they are originally shipped and the rates on the goods from the 
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transit points to the final destinations in the guise in which the 
are forwarded from the transit points. 

It is not possible here to list the hundreds of commoditig 
to which are granted transit privileges at various points in th 
United States. Generally, the goods may be advanced in th 
state of manufacture but not to the stage of completion. Amoy 
the typical transit services should be mentioned: 


Fabrication-in-transit of iron and steel articles. 

Milling, mixing, malting, and storage of grain. 
Milling-in-transit of forest products. 

Stopping and storage of agricultural implements. 

. Storage-in-transit of certain fruits, vegetables and other agy. 
cultural products. 


Cle COD 


6. Stopping, concentration, and storage in transit of dregsq 
meats, dairy products, poultry, and packing house products. 

7. Storage in transit of wool and mohair. 

8. Storage and compression in transit of cotton. 

9. Special transit privileges accorded certain types of impor 


traffic. 


There are various methods of policing fransit privileges, o 
billing arrangements, and of the settlement of freight charges 
The traffic managers of industries that have traffic requiring 
transit services must investigate the available transit privileges 
and the rules, regulations, and charges applicable to the traffic 

Terminal Services 


Before the goods leave the points of origin and after they 


have arrived at the destination points, services are required in 


These services are 
They include 


connection with certain types of traffic. 
known collectively as terminal freight services. 
such diversified services as: 


Preparation of cars to accommodate certain kinds of freight, 
Weighing and reweighing of shipments. 
Demurrage. 

Storage and elevation. 

Switching services of various types. 
Lighterage and car-floatage services. 
Trap or ferry car service. 

Cartage or store-door service. 

9. Wharfage. 

10. Loading and unloading service. 

11. Dunnage. 

12. Dumping and trimming. 

13. Cooperage and baling services. 

14. Compression. 


COIN Ol CoD 


This is not to be considered as an exhaustive list of ter: 
minal services, but merely as a representative group of services 
that industrial traffic managers have at their disposal for the 
improvement of their freight transportation facilities. It is, 
again, impossible to do more than indicate the nature of these 
varied services. 


Preparation of Cars 


Freight cars that are to be used to transport grain, for 
example, must be equipped with grain doors to prevent leakage; 
cars to be used for bananas and certain other products must be 
lined with paper; cars for live stock must be cleaned, fumi- 
gated, and provided with bedding for the stock; and cars to 
accommodate perishables requiring protection against heat or 
cold must be equipped with the protective devices and cars 
prepared to receive their burdens. In all these cases, the ship- 
pers must make the necessary arrangements. 

Weighing and Reweighing 

Freight, unless shipped at authorized or estimated weights 
of uniform packages, must be weighed by the shippers, or cal- 
riers, or both, to establish the weights for the assessment or 
corrections of transportation charges. The rules and regulations 
governing the weighing of loaded and empty cars on track 
scales and of freight on wagon scales, and the rules of tolerance 
for differences in weights are governed by tariffs of the carriers. 


Demurrage 


Rules and regulations governing the holding of freight cars 
for loading, unloading, or forwarding are published for most of 
the railroads of the United States by the Tariff Bureau of the 
Association of American Railroads. 

After the expiration of the periods of free time accorded— 
usually 48 hours for cars placed for loading or unloading and 24 
hours when the cars are held for reconsignment, diversion, oF 
reshipment or held in transit—demurrage charges are assessed 
at the rate of $2 a day for the first four days beyond free time 
and $5 a day for each succeeding day. Demurrage charges are 
refunded if the delays are shown to have been caused by: 


Weather interference. 

Placing of cars in accumulated numbers, or bunching. 
Demand by carriers of overcharges. 

Improper or delayed notice by the carriers. ‘ 
Errors of railroads which prevent proper tender or delivery. 
Time lost through delay in United States Customs. 


aoe whe 


Arrangements may be made by shippers or consignees to 
have car demurrage settled under so-called average agreements, 
under which credits earned through prompt release of the cars 
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can be used to offset partially or wholly debits assessed for 
delayed release. 
Storage and Elevation 


Prior or subsequent to the forwarding of the goods, freight 
may be stored by the carriers in their stations, in warehouses, 
on docks, on the open ground, or in grain elevators, as ware- 
housemen subject to the limited liability of warehousemen and 
subject to the rules, regulations, and charges published in their 
storage tariffs. 

Switching Services 


Freight cars must be switched in the terminals to and from 
industrial sidings, team tracks, freight house tracks, or from 
the rails of one carrier to those of another. The charges for 
such services and the extent to which switching charges are 
absorbed out of the line haul rates of the carriers are published 
in the terminal tariffs of the carriers available to industrial 
traffic managers, 

Lighterage and Car Floatage Services 


Rail carriers that have water front terminals transfer freight 
between the rail-heads and piers, industrial water front facilities, 
or vessels in harbors, in lighters or carfloats. The latter are 
open or closed barges, self-propelled or towed by tow-boats, into 
which the freight is loaded from the cars. The latter are barges 
equipped with railroad tracks on which the cars and contents 
are loaded. Lighterage and carfloatage are performed without 
extra charges within free lighterage limits, provided the freight 
rates exceed certain prescribed minimum rates. 

Car ferries, vessels with tracks on which railroad freight 
car are loaded, are operated across bays and lakes by carriers as 
part of their line haul services, The “sea-trains” operated in the 
Atlantic coastwise trade are recent additions to the car-ferry 
type of line haul freight service. 


Trap or Ferry Car Services 


Less-than-carload shipments are often transferred in the 
terminals between railroad freight depots and the sidings of 
shippers or consignees in railroad freight cars in what is known 
as trap or ferry car service. The tariffs of the carriers publish 
the rules and regulations governing the service, the minimum 
quantity of L. C. L. freight required in each movement in order 
to obtain the service without extra charge, and the charges, 
if the amounts of freight are less than the minimum quantity 
required. 

Cartage and Store-Door Services 


Cartage or drayage between the stations of rail carriers, 
between rail and steamship terminals, and to and from the store- 
doors of shippers and consignees is performed by the carriers, 
their subsidiaries, or agency trucking companies under rules 
and regulations and subject to the addition or absorption of 
charges as provided in the carriers’ tariffs with which every 
industrial traffic manager in the respective terminal districts 
must make himself familiar. 


Wharfage 


Facilities provided for the handling of water-borne traffic 
are subject, in some cases, to wharfage charges at the terminals. 
Information with respect to these charges must be obtained from 
the carriers and from port authorities at the respective ports. 


Loading and Unloading 


Less-than-carload freight rates usually include the loading 
of the goods into freight cars and unloading at destination, 
while carload rates do not customarily include such services. 
When loading or unloading services in connection with ordinary 
or special types of freight traffic are performed by the carriers, 
the amount of the additional charges are provided for in the 
Consolidated Freight Classification or in the terminal tariffs of 
the carriers, 

Dunnage 

The bracing or dunnage of freight in cars is governed by 
regulations published, in like manner, in the rules of the Con- 
solidated Freight Classification, subject to exceptions published 
in the tariffs of the carriers. 

Dumping and Trimming 

The loading of bulk cargo, such as ores and coal, into 
vessels and the trimming or distribution of the cargo in the 
holds of the vessels to prevent shifting are performed under 
arrangements made by shippers or owners of the goods with 
the carriers or wharfingers who perform the services. The 
charges for these services are made by the carriers or others 
performing the services. 


Cooperage and Baling 
Packages and bales are repaired by the carriers when the 
— or bales are insecure or have become broken in 
ransit. If the containers are not sufficiently secure to with- 
Stand the stresses of transportation due to fault or failure of 
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shippers, the carriers assess published charges for the services. 
If the packages are broken, due to fault of the carriers, no 
charges are added; the carriers recoopering or rebaling the 
freight in order to protect themselves from further loss. 


Compression 


Cotton and cotton linters are compressed into denser bales 
at compression points under regulations prescribed by the car- 
riers and subject to charges provided for in tariffs of the car- 
riers, which define compression and distinguish between the rates 
applicable on compressed and uncompressed bales. Traffic man- 
agers who ship or receive these and other commodities subject 
to compression must be familiar with these regulations and 
charges. 


TRANS-PACIFIC AIR SERVICE 


The first scheduled trans-Pacific air mail flight from Ala- 
meda Airport, Alameda, Calif., the afternoon of November 22, was 
the occasion for ceremonies in which President Roosevelt, Post- 
master General Farley and Second Assistant Postmaster General 
Harlee Branch participated. The Postmaster General read the 
following letter from the President: 


Please convey to the people of the Pacific Coast the deep interest 
and heartfelt congratulations of an air-minded sailor. Even at this 
distance I thrill to the wonder of it all. 

They tell me that the inauguration of the trans-Pacific sky mail 
also cerebrates the 100th anniversary of the arrival of the first clip- 
per ship in San Francisco. The years between the two events mark 
a century of progress that is without parallel, and it is our just 
pride that America and Americans have played no minor part in the 
blazing of new trails. There can be no higher hope than that this 
heritage of courage, daring, initiative and enterprise will be conserved 
and intensified. 


“With the inauguration here today of the first scheduled 
trans-Pacific air mail flight a new chapter in aviation history is 
being written,” said the Postmaster General in an address deliv- 
ered at the airport. “In fact, it records the beginning of the 
greatest and most significant achievement in the marvelous and 
fascinating development of air transportation. More than eight 
thousand miles of ocean are to be spanned by this new service, 
which will bring Asia within five days of the United States, 
thus reducing the period of travel between these two continents 
to less than one-third of the time now required by the fastest 
steamships, which is seventeen days. There will be a corre- 
spond saving in time between the United States, the Hawaiian 
Islands, Guam and the Philippines and all will benefit by this 
time saving. The Hawaiian Islands, now five days away by the 
fastest steamships, will be over-night from San Francisco. 

“Very soon the super-planes over this route will be trans- 
porting passengers and express. A person or letter will arrive 
in China within six days after leaving New York. This is, in- 
deed, an epoch-marking achievement and one which rivals the 
vivid imagination of a Jules Verne.” 

The Postmaster General congratulated the officials of the 
Pan American Airways, the air line establishing the service; 
American aviation engineers and manufacturers, and Congress 
for providing the necessary appropriation. He said he was 
confident that within a year or eighteen months “we will have 
a trans-Atlantic service from the United States to Europe.” 

Mr. Branch, also at the Alameda airport, said that with the 
addition of the trans-Pacific route the foreign air mail routes 
of the United States would embrace more than 26,000 miles, 
the others reaching Central and South America, the West In- 
dies, Mexico and Canada. 

“In our foreign and domestic systems we are flying regular 
air mail schedules over fifty-five thousand route miles,”’ said he. 





AIR LINE COMPLAINT 


The Commission has docketed in air mail docket No. 12, a 
complaint by the Central Airlines, Inc., of Willock, Pa., a com- 
mon carrier of passengers between Washington and Detroit by 
way of Pittsburgh, Akron and Cleveland, against the Pennsyl- 
vania Airlines & Transport Co., also of Willock, Pa., and a com- 
mon carrier of passengers between Washington, Detroit and 
Milwaukee, in which it is alleged that the latter company is 
engaged in unfair practices, in violation of the air mail act 
of 1935. 

The complainant holds the contract for carrying the mail 
over airmail route No. 14 while the defendant holds a contract 
for carrying the mail over airmail route No. 32 which extends 
from Detroit to Milwaukee. Complainant alleges that the de- 
fendant operates a competitive passenger service over route No. 
14 between Washington and Detroit with stops at Pittsburgh, 
Akron and Cleveland. It says its general transport business 
and earnings over route No. 14 are being adversely affected by 
the alleged unfair practices of the defendant in operating a 
competitive passenger service over route No. 14 which com- 
plainant says is off line service from defendant’s contract of 
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operation over route No. 32. Complainant also makes allegations 
as to methods of the defendant alleged designed to obtain 
traffic. A cease and desist order is asked. 


AIR ACCIDENT REPORT 


The probable cause of the accident in which an airplane of 
the Western Air Express Corporation crashed September 1 near 
Burbank, Calif., resulting in the death of the three members of 
the crew and the complete destruction of the aircraft and cargo 
was failure of the pilot to maintain proper control of the air- 
craft while climbing through fog, in the opinion of the accident 
toard of the Department of Commerce. 


I. C. C. AEROTRANSPORT ENGINEER 


The Commission has announced that, with the approval of 
the Civil Service Commission, it has appointed J. E. Whitbeck 
as aerotransport engineer in its Bureau of Air Mail. The 
duties of this bureau, organized for administration by the Com- 
mission of the air mail act of 1934, were greatly expanded by 
the amendments to that act, approved August 14, 1935, said the 
Commission. 

Mr. Whitbeck, a member of the American Society of 
Mechanical Engineers, Society of Terminal Engineers, and Quiet 
Birdmen, was formerly in the air services of both the navy and 
the army, leaving the army air service engineering division with 
the rank of captain in 1920. He then entered the Post Office 
Department as superintendent of the air mail service in charge 
of the eastern division between New York and Chicago. In this 
period the airway was lighted and the first regular night flying 
schedules were inaugurated. Later, he engaged in various 
phases of aviation, selecting and making engineering plans and 
specifications for many major airports, both in this country and 
abroad, and furnishing engineering plans and specifications for 
the first lighted airports and airways in the Orient assisting in 
the inauguration of night flying. He also held positions of re- 
sponsibility in the operation and management of air-transport 
services. 


SAFETY CONFERENCE 


At the suggestion of President Roosevelt, Secretary Roper, 
of the Department of Commerce, has made plans for a conference 
with a group of business and public men interested in the reduc- 
tion of accidents on land and sea and in the air, looking to the 
formation of a definite cooperative program to reduce accidents. 

“It is clear,” said the President in a letter to Secretary 
Roper, “that jurisdiction over highways is almost wholly within 
the province of the state, county and municipal governments— 
not the federal government. Nevertheless, you can accomplish 
much by getting these other government agencies to proceed 
more actively than they have heretofore.” 

Secretary Roper has provided for creation of various “study 
groups.” W. Averill Harriman, chairman of the Union Pacific, 
will head the group on cooperation with common carriers. Sena- 
tor McAdoo, of California, president of the National Aeronautic 
Association, and Walter Parker, of New Orleans, formerly chair- 
man of the national flood prevention and river regulation com- 
mission, will head the groups on safety in the air and safety at 
sea, respectively. 

Labert St. Clair, transportation assistant to Secretary Roper, 
is acting as director of activities in supervising the program for 
the conference which will be held at an early date. 


REVENUE FREIGHT LOADING 


Revenue freight loading the week ended November 9 totaled 
653,525 cars (see Traffic World, Nov. 16), according to the Asso- 
ciation of American Railroads. All districts reported increases 
for that week in the number of cars loaded with revenue freight 
compared not only with the corresponding week last year but 
also with the corresponding week in 1933. 
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Loading of revenue freight in 1935 compared with the two 
previous years follows: 


1935 1934 1933 

4 WOGES IN JTORUBEY 6o6ccc cc sccsciees 2,170,471 2,183,081 1,924,203 
5 WSUS MD TOT MOEY nso ove cc ccssdce 2,325,601 2,314,475 1,970,566 
5 WEGES 1 MATE. ¢..cccsscceses ves 3,014,609 3,067,612 2,354,521 
SO Oe Gee arr rrr ree 2,303,103 2,340,460 2,025,564 
Sv Um! ee ee 2,327,120 2,446,365 2,143,194 
ae ee ee or 3,035,153 3,084,630 2,926,247 
ees See ee 2,228,737 2,351,015 2,498, 399 
S WOGES 1 AUBUBE 62.000 cscccssiccs 3,102,066 3,072,864 3,204,919 
4 weeks in September ............. 2,631,558 2,501,950 2,567,071 
2 WORE TM CGTODE a. .6ic00:5.000008 000 2,881,924 2,534,940 2,632,481 
Week Of NOVOMDEr 2 ...cccccccccces 680,662 613,048 614,135 
Weex Of November 9 2. 0.656. .cc cscs 653,525 594,790 583,073 

EE Siens 6 bee} certecisco nis wade wears 27,354,529 27,105,230 25,444,370 


Revenue freight loading the week ended November 9 and 
for the corresponding period last year, by districts, was re. 
ported as follows: 


Eastern district: Grain and grain products, 5,332 and 4,764; live 
stock, 1,331 and 1,900; coal, 22,464 and 28,755; coke, 1,297 and 1,716: 
forest products, 1,578 and 1,470; ore, 1,756 and 1,503; merchandise, L, 
C. L., 42,477 and 41,386; miscellaneous, 63,311 and 46,570; total, 1935, 
139,546; 1934, 128,064; 1933, 124,502. 

Allegheny district: Grain and grain products, 3,273 and 2,971; live 
stock, 998 and 1,638; coal, 27,703 and 31,735; coke, 3,053 and 1,913: 
forest products, 1,063 and 876; ore, 5,876 and 2,337; merchandise, L. C, 
L., 31,628 and 29,452; miscellaneous, 49,620 and 39,554; total, 1935, 
123,214; 1934, 110,476; 1933, 108,564. 

Pocahontas district: Grain and grain products, 316 and 340; live 
stock, 210 and 282; coal, 35,271 and 30,143; coke, 461 and 516; forest 
products, 598 and 521; ore, 386 and 114; merchandise, L. C. L., 5,583 and 
5,274; miscellaneous, 5,796 and 5,103; total, 1935, 48,62T; 1934, 42,293; 
1933, 39,404. 

Southern district: Grain and grain products, 1,778 and 2,390; live 
stock, 957 and 1,869; coal, 14,528 and 15,599; coke, 369 and 267; forest 
products, 8,666 and 6,653; ore, 561 and 290; merchandise, L. C. L, 
28,663 and 28,634; miscellaneous, 37,076 and 33,280; total, 1935, 92,598: 
1934, 88,982; 1933, 84,684. 

Northwestern district: Grain and grain products, 9,417 and 6,657; 
live stock, 4,437 and 5,587; coal, 8,595 and 6,976; coke, 1,267 and 680; 
forest products, 7,437 and 5,280; ore, 5,466 and 1,225; merchandise, L. 
C. L., 19,133 and 19,119; miscellaneous, 29,993 and 29,325; total, 1935, 
85,745; 1934, 74,849; 1933, 71,837. 

Central Western district: Grain and grain products, 7,168 and 6,599; 
live stock, 8,911 and 9,253; coal, 12,186 and 9,527; coke, 168 and 214; 
forest products, 4,687 and 3,753; ore, 1,504 and 1,123; merchandise, L. 
C. L., 24,375 and 23,234; miscellaneous, 48,612 and 43,199; total, 1935, 
107,611; 1934, 96,902; 1933, 102,877. 

Southwestern district: Grain and grain products, 3,308 and 3,545; 
live stock, 2,086 and 2,556; coal, 3,786 and 3,609; coke, 100 and 179; 
forest products, 3,673 and 2,841; ore, 248 and 260; merchandise, L. C. 
L., 12,652 and 12,915; miscellaneous, 30,337 and 27,319; total, 1935, 
£6,190; 1934, 53,224; 1933, 51,205. 


LOS ANGELES TRAFFIC CONFERENCE 


The following officers were elected by the Los Angeles Traf- 
fic Managers’ Conference at a meeting at the Los Angeles Cham- 
ber of Commerce November 15: Chairman, W. O. Narry, traffic 
manager, Richfield Oil Company; vice-chairman, A. H. Valen- 
tine, traffic manager, Sperry Flour Company; secretary-treas- 
urer, T. A. L. Loretz, traffic manager, Consolidated Steel Com- 
pany; chairmen of committees, rate, A. T. Knopp, traffic man- 
ager, Western Auto Supply Company; harbor affairs, E. J. 
Forman, traffic manager, Globe Grain and Milling Company; 
legislation, L. C. Wolfe, traffic manager, B. F. Goodrich Com- 
pany; membership, W. M. Pedder, traffic manager, Ducommun 
Corporation; contact, J. W. Witherspoon, traffic manager, Sam- 
son Tire and Rubber Company; publicity, H. J. Griley, traffic 
manager, Firestone Tire and Rubber Company. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 





Revenue Freight Car Loading—Week Ended Saturday, November 9 


Grain and Live 
grain prod. stock Coal 
1935 30,592 18,930 124,533 
Pe ee TD noice ck cs 0esnns 1934 27,266 23,085 126,344 
1933 27,921 21,915 122,536 
Preceding week Nov. 2 ......... 1935 33,364 19,553 125,483 
Per cent increase over .......... 1934 12.2 
Per cent decrease under ........ 1934 18.0 1.4 
Per cent increase over .......... 1933 9.6 1.6 
Per cent decrease under ......... 1933 13.6 
1935 1,375,414 617,777 5,249,936 
Cumulative 45 weeks to Nov. 9. i 1934 1,464,417 950,694 5,269,140 
1933 1,465,713 771,514 4,848,864 
Per cent increase over .......... 1934 
Per cent decrease under ........ 1934 6.1 35.0 4 
Per cent increase over .......... 1933 8.3 
Per cent decrease under ......... 6.2 19.9 





Per cent to 15 year average 73.4. 


Forest Mdse. 
Coke products Ore L.C.L. Miscellaneous  Total_ 
6,715 27,702 15,797 164,511 264,745 653,525 
5,485 21,394 6,852 160,014 224,350 594,790 
5,798 23,990 8,729 166,103 206,081 583,073 
7,016 29,194 21,692 165,576 278,784 680,662 
22.4 29.5 130.5 2.8 18.0 9.9 
15.8 15.5 81.0 - 28.5 12.1 

1. 
290,023 1,198,679 943,008 7,077,386 10,602,306 27,354,529 
293,965 1,015,218 769,724 7,207,099 10,134,973 27,105,230 
250,501 961,516 719,059 7,370,825 9,056,378 25,444,370 
48.1 22.5 4.6 4 
1.3 1.8 i 
15.8 24.7 31.1 17.1 _ 10 
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Questions and Answers 


N this column will be answered questions of both legal and practical 
nature that confront persons dealing with traffic. A specialist on inter- 
state commerce law, who is a member of our legal department, will give 
2,498" his opinion in answer to any sim le question relating to the law of interstate 
300g transportation of freight. A traffic man of long experience and wide knowl- 
2 sera edge will answer questions relating to practical traffic problems. We do not 
2639 0 desire to take the place of the traffic man but to help him in his work. 
eit The right is reserved to refuse to answer in this column any question, 
58 1136 legal or trafic, that it may appear to us unwise to answer or that involves a 
83,073 ituation too complex for the kind of investigation herein contemplated. If a 
5,444,379 






pon comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge. 
No attention will be paid to anonymous communications or questions 
from non subscribers. J 
Address Questions and Answers Department, 
Traffic Service Corporation, Earle Building, Washington, D. C. 
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164; live 
d 1,716; 
dise. L. I tariff Interpretation—Application of Rule 10 of Consolidated 
—— Classification 
qt; Hive Illinois—Question: Please advise correct rating and min- 
.LC imum weight on Beehives, Set-up, in a mixed carload with honey 
1, 1935, frames or boxes, knocked down. ; 

: Will Item 27 on page 80 of Consolidated Freight Classification 
10; live No. 9, which reads, “Beehives, S. U. and K. D., mixed carload, 


f : 4 
5 3 ons or in mixed carloads with Honey Section Frames or Boxes, 


42,293 K. D.,” apply, or will the individual items for Beehives, S. U., 
0: liv and Honey Section Frames or Boxes, K. D., in connection with 
hovaia Rule 10 apply? 
. Answer: While a mixed carload rating is provided on the 
92,598: commodities you name in Item 27, on page 80 of Consolidated 
6,657: Classification No. 9, it is also provided in Section 3 of Rule 10 
d ‘680: of this Classification that if a lower charge results under the 
ise, L, application of Rule 10 than under provisions for a specific mix- 
ture, Rule 10 will apply. 
Att Proof of Loss or Damage 
"eit New York.—Question: We recently shipped a tank car of 
= syrup from Brooklyn to a point in Illinois, routed C. R. R. of 
‘_ N. J.-Erie-N. K. P. Delivery, this car was weighed by the Jersey 
Le Central as 135,840 lbs. gross, 
1935, When the car arrived at final destination the consignee 
asked the Nickle Plate to reweigh the car and the weight was 
132,960, or a difference of 2,880 lbs. 
Customers did not inform us that they were having the car 
reweighed, but when paying their bill corrected same to the 
Traf- Nickle Plate weight. 
1amM- Car arrived with original seals and no loss in transit. 
‘affic Against whom shall we file a claim? 
len- Answer: A shipper showing a delivery of goods to a carrier 
eAS- and that they were not re-delivered makes out a prima facie case 
‘om- against the carrier, entitling him to damages for loss, and to 
nan- avoid such damages the burden is upon such carrier to prove 
z its freedom from liability. C. R. I. & P. Ry. Co. vs. Stouffer, 
ny; 111 N. E. 809; Nustrot-Calahan Co. vs. M. K. & T. of Tex., 209 
om- S. W. 775. 
nun It is a question of fact whether the amount stated in the 
amM- bill of lading was delivered to the carrier at point of origin, 
flic which fact must be established by the shipper. Likewise it is a 
question of fact as to whether a lesser amount was delivered by 
cat” at destination, which fact must be established by the 
shipper. 
n- _ Whether the amount alleged by the shipper to have been 
‘Y delivered to the carrier for transportation was actually deliv- 
4 ered is a question of fact to be determined from the evidence 
be submitted by the plaintiff, subject to rebuttal by the defendant 
carrier. The statement in a bill of lading or a shipping receipt 
of the amount received for transportation is not conclusive and 
— the carrier may submit evidence to prove that the entire 
amount was not received for transportation. 
This is particularly true where the bill of lading contains 
' qualifying statements as to the quantity of freight received the 
95 transportation thereunder, such as to place the consignee on 
90 notice of the fact that the carrier does not vouch for the ac- 
. curacy of the statement. The bill of lading, as you will observe, 
9 ae the term, “subject to correction” in the column headed 
Weight.” 
-1 _ In Brown vs. M. K. & T. Ry., 112 Pac. 147, the court, in 
9 discussing this term, states that the use of this term avoids the 
30 estoppel which would otherwise under some circumstances pre- 
0 clude the carrier from disputing the weight; that it does not 
? destroy the prima facie effect of the recital in the bill of lading 
5 as to the quantity, but merely leaves the matter open to further 


inquiry instead of being absolutely concluded. See also Davis vs. 
Zimmern, 99 Sou. 307; H. & T. C. Ry. Co. vs. Paris Milling Co., 
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240 S. W. 636, and Nye-Schneider-Fowler Co. vs. C. & N. W. 
Ry. Co., 182 N. W. 967. 

In so far as a bill of lading constitutes a receipt, that is, the 
part wherein is set out the receipt of the goods, the quality, 
quantity and condition, it may, like other receipts, be explained, 
altered, varied, or contradicted by parol evidence. St. Louis, 
etc., R. R. Co. vs. Citizens Bank, 87 Ark. 26; Sanford vs. Sea- 
board, etc., R. R. Co., 61 S. E. 74; Milne vs. Chicago, etc., R. 
Co., 1385 S. W. 85. Consequently -the carrier is not conclusively 
bound by the recital in the bill of lading as to the quantity of 
goods covered thereby. However, in an action for loss of a 
part of the goods, if you prove conclusively that a certain 
quantity of goods was received by the carrier for transportation 
and that the same quantity was not delivered at destination, the 
burden then rests upon the carrier of proving that the loss 
occurred through some cause for which it is not liable, as an 
insurer. Galveston, etc., R. Co. vs. Wallace, 223 U. S. 481, 
32 S. Ct. 205. It has been held that this rule applies notwith- 
standing that the car moved under so-called “clear seal record.” 
See Baker vs. H. Dittlinger Roller Mill Co., 203 S. W. 798, 
also Eckman Chemical Co. vs. C. & N. W., 185 N. W. 444. 

If claim is filed against the carrier the burden will be upon 
the carrier to show that it received less than the amount stated 
in the bill of lading, in the event that a prima facie case can be 
established by the shipper. If, however, claim is filed against 
the consignee, the burden will be upon the shipper to show a 
delivery of the weight stated in the bill of lading, that is, that 
135,840 pounds of the commodity was tendered to the carrier at 
point of origin and that this amount was delivered by the carrier 
at point of destination. 


Freight Charges—Liability Where No Recourse 
Bill of Lading Executed by Shipper 


Missouri.—Question: Your answer to Connecticut on page 
822 of The Traffic World for November 9th indicates that the 
consignor can relieve himself from payment of freight charges 
by signing the Section 7 stipulation of the Bill of Lading. Ap- 
propriate citations covering this authority are shown in your 
answer. 

This was in line with my understanding until the decision 
of the United States District Court for Western Pennsylvania 
was handed down on November 19, 1931 (N. Y. Central R. R. vs. 
Union Oil Co. of Pa., 53 Fed. (2d) 1066-1067). In this decision 
the court held “the consignor is primarily liable even when the 
bill of lading contains a provision imposing liability upon the 
consignee.” In view of this decision it appears that even though 
the Section 7 stipulation may be executed it does not relieve the 
primary obligation of the consignor. Apparently the only prac- 


Provision of 


_ tical purpose served by the execution of Section 7 stipulation is 


to serve notice upon the railroads that freight charges should be 
collected before the shipment is delivered to the consignee, 

You will find the syllabus of the court’s decision carried in 
the second paragraph of Note 21, page 5073, Vol. 6, Interstate 
Commerce Acts Annotated. 

Will you please advise me, therefore, if it is your opinion, 
in view of this decision, that the consignor is relieved of 
liability for freight charges. 

Answer: Under the facts in the decision to which you refer, 
which is set forth on page 60 of the January 9, 1932, Traffic 
World, eight of the nine shipments involved were prepaid ship- 
ments, which had been undercharged to the extent of the differ- 
ence between the rate on which charges were prepaid and the 
legally published tariff rate. The other shipment was a collect 
shipment. All of the shipments were order notify shipments and 
all were delivered to a notify party having residence in Canada. 

As to the eight shipments on which the charges were pre- 
paid, we are in accord with the views of the court that the con- 
signor is the party liable for the undercharges. See our answer 
to “Colorado,” on page 1414 of the December 26, 1931, Traffic 
World, under the caption “Freight Charges—Application of Sec- 
tion 7 of the Bill of Lading to Prepaid Shipments.” 

As to the shipment billed with charges collect, aside from 
the view of the court as to the unenforcibility of the provisions 
of the Act in the courts of Canada, which is not supported by 
citations, we do not believe that the statements of the Supreme 
Court of the United States in its decision in L. & N. R. R. 
Co. vs. Central Iron & Coal Co., 265 U. S. 59, 44 S. Ct. 441, 
necessarily support the conclusion of the court in its view that 
Section 7 of the Bill of Lading Contract Terms and Conditions 
does not release the consignor and shipper from liability where 
the goods are accepted by the notify party. 

While in the Central Iron & Coal Company case, the 
Supreme Court did not specifically determine the validity of the 
no recourse provision of the bill of lading, it called attention to 
the provision in its discussion of the liability of the several 
parties to a bill of lading contract of carriage. 

In our opinion, the statements of the Supreme Court in the 
Central Iron & Coal Company case support the validity of the no 
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recourse provision, rather than otherwise, although there is no 
direct statement to this effect. The court therein said that the 
delivery of goods to a carrier for shipment does not, under the 
Interstate Commerce Act, impose upon a shipper an absolute 
obligation to pay freight charges; that the tariff did not provide 
when or by whom the payment should be made; that as to these 
matters carrier and shipper were left free to contract, subject 
to the rule which prohibits discrimination, and that the carrier 
was at liberty to require prepayment of freight charges or to 
permit that payment be deferred until the goods reached the 
end of the transportation, citing Wadleigh Southern Ry. Co. vs. 
Georgia, 235 U. S. 651, 656, 35 S. Ct. 214. The court also said 
that where payment is so deferred the carrier may require 
that it be made before delivery of the goods, or concurrently 
with the delivery, or may permit it to be made later; that where 
the payment is deferred the contract may provide that the 
shipper agrees absolutely to pay the charges, or it may provide 
merely that he shall pay if the consignee does not pay the 
charges demanded upon delivery of the goods; or, that the car- 
rier may accept the goods for shipment solely on account of the 
consignee, and knowing that the shipper is acting merely as 
agent for the consignee, may contract that only the latter shall 
be liable for the freight charges; or that both the consignee 
and shipper may be made liable. 


Liability of Carrier for General Damages 


Massachusetts.—Question: What are the rules or laws 
relating to so-called general damage in such a matter? A car 
of perishable stock arrived showing bad shift which, in the 
opinion of the receiver and his agent, affected other than those 
containers actually broken or damaged. The carriers refuse to 
pay for any loss other than that sustained in the sale of the 
containers actually broken. The owner did actually sustain 
losses directly traceable to the rough handling of the car, 
although all of the containers were not broken but the contents 
were damaged and affected. 

Answer: As we see it, recovery of general damages is a mat- 
ter of proof. A carrier is liable for all damages resulting from 
its negligence in the transportation of goods. The fact that the 
containers are not damaged goes only to the matter of proof 
and does not preclude a recovery for injury to goods which 
actually resulted from the carriers’ negligence, provided it can be 
shown that the goods were injured while in the course of trans- 
portation, the burden being on the carrier to show that the 
injury resulted from an excepted cause, such as an act of God, 
the public enemy, the inherent nature of the goods, etc. ? 


Rates—Through Motor Truck Rates Between Interstate Points 


Pennsylvania.—Question: Would you kindly advise if the 
following is permissible under the Motor Carrier Act of 1935, 
relative to transportation of freight under the jurisdiction of 
the Interstate Commerce Commission? 

An intrastate carrier operating entirely within the Common- 
wealth of Pennsylvania with a route approximately 75 miles long, 
with one terminal at Pittsburgh, the route extending 75 miles 
away from Pittsburgh. 

Several shippers in the outlying territory have shipments 
to go to other points in the United States, and wish them trans- 
ported to Pittsburgh via the intrastate carrier and transferred at 
Pittsburgh to several lines, some of which are competitors 
among themselves. When this intrastate carrier is filing his 
tariffs under the Act, must he show the points which these other 
carriers serve out of Pittsburgh and suburban territory, or can 
he show in his tariffs that shipments will be acccn.ed on his lines 
for destinations on the other carriers’ lines operating out of 
Pittsburgh into other states, and subject to the other carriers’ 
rules, regulations, etc. 

We contend that this intrastate carrier is a part of the lines 
operating out of Pittsburgh to other points in the United 
States, but the other lines are not a part of this intrastate 
carrier. A shipment, for illustration, originating at Chicago, 
moving by way of Pittsburgh to a point on this carrier’s lines 
is billed by the intrastate carrier and handled on his freight bill, 
although, in some cases, the intrastate carrier does collect the 
through freight, and when remitting deducts from the remit- 
tance to the interstate carrier the amount due for transporting 
the merchandise from Pittsburgh to the ultimate destination. 

In case a shipper desires to make a shipment from a point 
on the intrastate carrier’s lines, it is carried to Pittsburgh and 
the interstate carrier makes out the freight bill and collects 
all charges, whether prepaid or collect, and solicits the busi- 
ness. These shipments are all handled by the intrastate carrier 
on a split basis, all carriers being assessed the same charges. 

If this intrastate carrier must publish the points and rates 
of all these transfer carriers, the result is he will have an enor- 
mous tariff at a great deal of expense. 

Might state some of these shipments are transferred with 
motor freight lines and others with carloading companies. How- 
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ever, all of the intrastate carrier’s charges are paid by the cop 
pany either receiving or transferring the freight. 

If possible, would appreciate your interpretation of the 4y 
in so far as it concerns the above. 

Answer: It is not essential that joint rates be publish 
between points on the intrastate carrier and interstate poin, 
on other carriers to which the shipments are received from » 
delivered to at Pittsburgh. 

The traffic can move on local rates to and from Pittsburg; 
published and filed with the Interstate Commerce Commissig, 
or, if such rates are too high to move the traffic, lower rates 
and from Pittsburgh, applicable on traffic destined to or origina, 
ing at the interstate points (known as proportional rates) may 
be published. 

Joint through rates are usually published because the guy 
of the local rates to and from given basing points results jj 
charges which are too high to move the traffic or results jy 
charges which are unreasonable for through movements. 

The publication of proportional rates is a means of establish. 
ing rates for through movements which are lower than the sun 
of the local rates, the local rates being available for othe 
than through movements. 

It will be necessary, however, that joint through rates 
between the points between which traffic is to be handled o 
local or proportional rates to and from the junction or transfer 
points be published and filed with the Interstate Commerc 
Commission. In other words, that a basis for through interstate 
charges be published and filed with the Interstate Commerce 
Commission. 


Limitation of Actions—Overcharge—Transit 


Louisiana.—Question: We operate under transit arrange. 
ments which permit of eighteen months’ period in which to 
make final disposition of inbound raw material. This raw ma. 
terial is billed from origin to transit point on local rates and on 
reshipment the through rate from origin to final destination 
in effect on date of movement into transit point is assessed. 

The carriers contend that in the event of overcharges on 
final movement, the statute of limitation governing the filing of 
overcharge claims dates from the origin of the shipment and not 
from the date of such overcharge, which would, of course, be the 
date of reshipment if prepaid and the date of delivery if for. 
warded collect. We contend that, inasmuch as the transit tariffs 
permit of eighteen months in which to make such reshipments, 
and the fact that the overcharge does not exist prior to the date 
of movement from the transit point, the origin date should not 
be considered at all. As a matter of fact, were it considered we 
would have up to eighteen months less than the prescribed time 
in which to recover charges erroneously assessed by the carriers, 

Your opinion and, if possible, any rulings or decisions of 
the Commission relative to the above situation will be appre 
ciated. 

Answer: In Southland Pecan Co. vs. A. G. S. R. Co., 159 
I. C. C. 445, the Commission, as we construe the case, holds that 
the date of final delivery, and not the time of delivery at transit 
point, fixes the time from which the limitatjon period provided 
for in paragraph 3 of Section 16 of the Act should run, In this 
case the Commission said that at the hearing held on April 4, 
1929, the complainant sought by amendment to include two 
shipments which originated at DeLeon, Texas, March 14, 1927; 
that defendants objected to the amendment, “except as of the 
date when offered,’ on the ground that the claim with respect 
to the additional shipments was barred at that time. The ship- 
ments in question were stored in transit at Fort Worth, Tex. 
reforwarded from that point on September 24, 1927, and deliv- 
ered at Columbus, October 1, 1927. The amendment was allowed. 


Damages—lIncidental 


Indiana.—Question: We handle a large volume of traffic and 
have a considerable number of claims for loss and damage each 
year which entails a considerable expense to us for maintail- 
ing a department for handling this work. 

The mere payment of claims based on invoice value does not 
entirely compensate us for the loss suffered, which, of course, 
includes the cost of handling the claims. 

We would appreciate an expression of your opinion as to 
the practicability of including in all loss and damage claims 4 
flat sum covering the cost of handling, stating whether this had 
previously been done and if there has been any decisions ren- 
dered expressing approval or rejection of this practice. 

Answer: In L. & N. R. Co. vs. Johnson, 10 S. W. (2d) 704, 
it was held that in a shipper’s action against a railroad company 
for conversion of watermelons, the court should have confined 
evidence and instructions on the question of damages, to the 
value of the goods at the time and place of conversion and 
excluded all testimony as to the expense to which the plaintiff 
was put in investigating and preparing the case against the 
defendant. 
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© Com, This is the only case we can locate which relates in any 


manner to the inclusion, as an element of damage, of such 
xpenses as are referred to in your letter. 


Damages—Delay—lInjury to Goods 
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yh. Arkansas.—Question: Will you kindly let us have your opin- 
"Mon on the following? 

ittsburg) A shipment of grain was negligently delayed in transit, 

AMission onsequently when delivery was made the grain was in a dam- 

rates t,fmeged condition and had deteriorated in grade. 


















A claim was filed with the delivering carrier, based on the 
jifference in the market value of the grain in its undamaged 
ondition and its value in the damaged condition upon the date 
jelivery was accepted, which reflected a loss of 5¥%c per bushel. 

The carrier contends that, under the McCaull-Dinsmore de- 
ision, their liability is for the difference in the market value 
of the shipment in its undamaged condition upon the date that 
it should have arrived, and its value in its damaged or deteri- 
orated condition upon the date it actually did arrive, which only 
reflects a loss of 1% cents per bushel, due to a market advance. 


Originat. 
€S) may 


the sun 
Sultg jp 
Sults jp 


Stablish. 
the sum 


yr 

™ If the market had advanced to where the price of the grain 
h rates in its damaged condition upon the date the shipment was 
\dled oy Magactually delivered equaled the price of the grain in its undam- 
transfer Ma aged condition upon the date it should have arrived, according 


to the carrier’s contention, there would be no liability. How- 
ever, we received a shipment that was damaged and could not 
be used for its originally intended purpose, and we are penalized 
for the profit we could have realized had the shipment been 
delivered in its undamaged condition. 

We contend that the claim should be settled on the differ- 
ence in the market value of the shipment in its undamaged con- 


mmerce 
terstate 
mmerce 


range. 
sels te dition at the time it should have arrived, and its value in its 
AW ma damaged condition upon the date of actual delivery. 
and on Answer: For unreasonable delay in the transportation of 
ination goods, as distinguished from injury suffered by the goods in 
sed. consequence of the delayed delivery, the shipper is entitled to 
ges on recover the difference between the market value of the goods 
ling of at the time and place at which delivery should have been made 
nd not and their market value when delivery was actually made. 
be the If injury to the goods also results from unreasonable delay 
if for. in transportation, the shipper may recover not only the differ- 
tariffs ence in the market value thereof at the time they were de- 
ments, livered, but he is entitled also to recover damages for injury 
e date to the goods. 
Id not In the event that the market price at destination is higher 
‘ed we on the day on which the shipment arrived than it was on the 
1 time day it should have arrived, it seems evident that for delay to 
rriers, the goods there can be no recovery, at least beyond a nominal 
ms of sum, as the shipper has not been damaged. 
appre- Where damage to the goods themselves is the result of the 
unreasonable delay, it is not settled by any great number of 
»., 159 decisions which market value, that is, the market value at time 
s that of arrival or the market value at the time the goods should have 
ransit arrived, is to be used. 
vided In the case of the Kansas City Southern Railway Co. of 
n this Texas vs. Hughey, 182 S. W. 361, the court said that the appel- 
yril 4, lant contended that because the market price at destination 
) two was higher on the day on which the respective shipments arrived 
1927; at Fort Worth than it was on the previous day, when they 
f the should have reached the market, the court should have directed 
spect a verdict for appellant. The effect of this evidence, the court 
ship- held, was to deny the appellee a right to recover upon his alle- 
Tex,, gation that the market declined during the delay, but that it 
deliv- in no way affected his right to recover for shrinkage and loss 
wed. of weight by reason of the delay; that the verdict was a gen- 
eral one in favor of appellee for a stated amount against each 
of the appellants, and that the court must presume in support 
and of the judgment that no part of the recovery was by reason of 
each a decline in the market. 
tain See, also, Conover vs. Wabash Railway Co., 208 Ill. App. 
a Pe in which it is held that where goods are both damaged and 
a - ayed in transit, and during the delay the market price has 
’ risen so that the increased value through the raise in price is 
a greater than the dimunition through the injury, the shipper may 
a oral damages resulting from the injury; that the carrier 
had i be exempted from the consequences of his own wrong 
r y an advance in price. 
- = gfe in Smith vs. C. R. I. & P. Ry. Co., 170 S. W. 324, 
704, ich covered a claim for damage to turkeys through spoilage 
any esulting from delay, it was held that the measure of damage 


oat \eagatomr by reason of negligent delay is the difference between 

the the reasonable market value of the turkeys at destination in the 

al condition they would have been in had they been delivered in 

tiff 4 reasonable time after shipment and their market value in 

the a condition in which they were at that time when they did 
r= me. To the same effect is the decision in St. L. S. W. Ry. 
0. vs. Phoenix Cotton Oil Co., 115 S. W. 393. 
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In neither of these cases, however, does it appear that there 
was any increase in the market value between the time the 
goods should have arrived and the time they did arrive. 

In Sturgeon vs. St. Louis, etc., R. Co., 65 Mo. 569, which was 
an action to recover for damages caused by delay in delivering a 
shipment of hogs, it was held that the court properly instructed 
the jury that the measure of damages was “the difference in 
the market worth of the hogs when they ought to have been 
delivered and when they were actually delivered,” and also “the 
value per pound gross weight of the difference when they ought 
to have been delivered and when they were actually delivered.” 
The last portion of these instructions was objected to on the 
ground that the difference in the market value of the hogs when 
delivered and when they ought to have been delivered covered 
the entire loss, but the court held that it was correct. 





Doings of the Traffic Clubs 





John W. Harry, traffic manager, John Morrell and Company, 
was elected president of the Traffic Club of Topeka, Kan., at a 
dinner meeting at the Hotel Kansas November 12. Others elected 
were C. A. Buell, vice-president; W. K. Lowman, secretary- 
treasurer; C. F. Real, J. G. Neville, Bruce Hurd and Ed Nash, 
members of the board of directors. Robert M. Owthwaite, man- 
ager, Topeka plant, John Morrell and Company, and W. 
Williams, secretary and sales manager, Seymour Packing Com- 
pany, were the speakers. 





The Omaha Traffic Club held a turkey raffle and stag party 
at the Elks Club November 21. There was a program of boxing 
and wrestling bouts and refreshments. 

The following officers were elected by the New Haven, Conn., 
Traffic Club at a meeting in the New Haven Railroad Dining 
Room November 18: President, George D. Avery, traveling 
freight agent, New York Central; vice-presidents, Emil Marshall, 
traffic manager, Connecticut Coke Company, and J. Frank Doolan, 
assistant general manager, N. Y. N. H. & H.; secretary-treasurer, 
J. Fulton Ferguson, secretary, New Haven Chamber of Com- 
merce; members of the board of directors, Earl C. Doebener, 
traffic manager, Byrolly Transportation Company; William J. 
Foran, district traffic agent, N. H., N. Y. N. H. & H.; Frank M. 
Kennedy, traffic manager, Whitney-Blake Company; Charles G. 
Phillips, traffic manager, National Folding Box Company; 
Alphonse D. Spang, traffic manager, Winchester Repeating Arms 
Company; John W. Walsh, assistant agent, Starin-New Haven 
Line. 





The Traffic Club of Houston, Texas, tendered a luncheon 
to the delegates to the convention of the American Association 
of Port Authorities, meeting in that city, November 12, at the 
Rice Hotel. There were 125 present. The speakers were Gen- 
eral E. M. Markham, chief of staff, United States engineers, 
Washington, D. C.; Frank Heafer, Burlington-Rock Island Lines, 
and Frank G. White, San Francisco. On November 19 the club 
observed Wabash day with a joint luncheon meeting with the 
young men’s division of the Chamber of Commerce at the Rice 
Hotel. T. M. Hayes, St. Louis, was the speaker. The club will 
hold its nineteenth birthday party at the San Jacinto Inn 
November 25. 





The Transportation Club of Louisville is planning a series of 
night club dances, the first of which will be held at the Brown 
Hotel November 30. The annual meeting and election of officers 
of the club will be held at the Brown Hotel December 3. 

Sound motion pictures of the operations and facilities of 
the Inland Waterways Corporation were shown at a luncheon 
meeting of the Transportation Club of St. Paul at the Hotel 
Lowry November 19. 





The Women’s Traffic Club of Metropolitan St. Louis won first 
prize in a table setting tournament conducted by a St. 
Louis department store. Twenty-five women’s clubs participated 
in the tournament, Members of the committee in charge of the 
Women’s Traffic Club’s exhibit were Genevieve Kilcullen, chair- 
man, Irene Schuepbach, Irene Williams and Martha Moore. 





The educational committee of the Transportation Club of 
Peoria, Ill., has sent to each member of the club and each mem- 
ber of the club’s junior and senior study groups a reprint of 
the article on traffic as a profession printed in the Traffic World 





PAGE 918 


of October 26. The committee will sponsor a showing of the 
film “Flying the Lindberg Trail,” open to the public, February 
3, 1936. 


The Oklahoma City Transportation Club held a dinner dance 
and bridge party at the Biltmore Hotel November 21. The 
orchestra and entertainment were furnished by the Southern 
Kansas Stage Lines. Rev. John J. Walde was the speaker at, 
a luncheon meeting of the club at the Huckins Hotel Novem- 
ber 18. 


Dr. Jay Keeler, American Institute for Visual Educational 
Research, New York, spoke on “Personality or Price—Which?” 
at a luncheon meeting of the Traffic Club of New Orleans at the 
Hotel Monteleone November 18. 


At a pre-Thanksgiving luncheon meeting of the Traffic Club 
of Chicago, at the club rooms, Palmer House, November 27, 
members will vote on an amendment to the by-laws making 
members of more than twenty years’ standing who have ren- 
dered distinctive service to the club eligible for honorary life 
membership. There will also be a vote on ratifying the resolu- 
tions opposing government ownership of the railroads adopted 
at the Birmingham meeting of the Associated Traffic Clubs of 
America. The club will hold a dinner dance and bridge party 
at the club rooms November 27. There will also be a stag 
bridge night in the club rooms December 9. 


Jack Garrett Scott, chief attorney, section of law enforce- 
ment, bureau of motor carriers, Interstate Commerce Commis- 
sion, will speak on “Motor Highway Transportation and Regu- 
lation,” at a luncheon meeting of the Washington, D. C., Trans- 
portation Club November 21 at the Hotel Raleigh. Edward S. 
King, fermer president of the Traffic Club of Baltimore, will 
speak on the work of the Associated Traffic Clubs of America. 


At a dinner meeting of the Oakland, Cal., Traffic Club, at 
the Athens Athletic Club November 19, the speaker was Ford 
K. Edwards, of the California commission, who discussed the 
new California highway carrier law. 


The Traffic Club of Minneapolis observed Minneapolis and 
St. Louis day with a luncheon meeting at the Nicollet Hotel 
November 21. There was special music and entertainment and 
ladies were invited. The club held a dance and keno party at 
the Nicollet Hotel November 20. 


Pete H. Dawson, director of the motor vehicle division of 
the Indiana commission, was the principal speaker at a forum 
meeting of the Indianapolis Traffic Club, at the Lincoln Hotel 
November 14. The affair was arranged by the club’s forum com- 
mittee of which F. A. Doebber, traffic manager, Citizens Gas 
and Coke Utility Company, is chairman. 


The speaker at the monthly meeting of the Richmond (Va.) 
Traffic Club at the John Marshall Hotel the evening of No- 
vember 18 was Henry A. Palmer, editor and manager of The 
Traffic World, Chicago. His subjet was: “The Railroads—What 
Must They Do to Be Saved?” He was introduced by W. C. 
Hull, assistant vice-president, C. and O. Railroad, Cleveland, 
Ohio. C. C. Dearhart, Jr., president of the club, presided. Two 
more new members were admitted to the club, which is gain- 
ing appreciably in membership. 


The Motor City Traffic Club of Detroit held a dinner and 
minstrel show at the Harmonie Society November 16. Over 
800 members and guests were present. At the meeting the 
following were nominated for offices, the election to take place 
at a later meeting: For president, J. R. Downey and H. P. 
Thoreson; for first vice-president, W. H. Hines and G. P. Oud- 
lette; for second vice-president, Ray T. Mason and R. J. Hos- 
kins; for secretary, W. H. Rivett and George Schneider; for 
assistant secretary, Henry J. Commes and James C. Barden. 


The Traffic Club of St. Louis will sponsor a special com- 
merce course of twelve weeks at Soldan High School, beginning 
January 9, 1936. The course is designed for those who have 
completed two years’ work in the regular classes sponsored by 
the Club. It will cover the preparation of cases for presenta- 
tion to state and interstate commissions and other advanced 
traffic subjects. 


The annual meeting and informal dinner of the Traffic Club 
of New York will be held at the Hotel Commodore November 
26. Officers will be elected. Jack Garrett Scott, chief attorney, 
section of law enforcement, bureau of motor carriers, Interstate 
Commerce Commission, Washington, D. C., spoke at the lunch- 
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eon meeting at the Hotel Commodore October 31. At the ¢lg 
of his talk he agreed to answer questions and was approach, 
by two characters who styled themselves Andrew H. Broy 
and Amos Jones, and who had questions to ask as to how ty 
new motor carrier act would affect the operations of the Frey 
Air Taxicab Company. H. R. McLean, eastern traffic age 
Illinois Central, took the part of Andy, and J. A. Cox, expo, 
and import agent, Louisville and Nashville, that of Amos, ¢ 
W. Braden, president of the club, wrote their lines. 


The Association of Railroad and Steamboat Agents of Bq 
ton will hold a Christmas party at the Parker House December § 


The Traffic Club og the Lehigh Valley, at a meeting x 
the Hotel Easton, Easton, Pa., November 18, voted to apply fy 
membership in the Associated Traffic Clubs of America, jy 
L. Bishop, professor of transportation, Lehigh University, Bet}. 
lehem, Pa., spoke on “Transportation Problems of Today.” Th 
next meeting of the club will be held at the Americus Hote), 
Allentown, Pa., December 18. 


The following officers were elected at a meeting of the 
Traffic Club of Memphis November 9: President, A. J. Gar. 
baldi; first vice-president, R. C. Perrin; second vice-president, 
V. Alexander; members of the board of directors, T. E. Babb, 
W. R. Bourne, E. F. Buzan, B. E. Ford, H. C. Frick, R. J. Hughes 
E. J. Heffernan, R. O. Stewart, Ray Merrigan, E. C. Tapp ani 
F. R. Zimmerman. 


The Transportation Club of Des Moines will hold an educa. 
tional forum in the Chamber of Commerce rooms November 3. 
The general subject will be freight classification. Discussion; 
will be led by G. E. Nesmith, agent, Western Weighing and In. 
spection Bureau, and Phil Schorr, division freight agent, Wabash 
Railway. 


The Traffic Club of Baltimore will have the cooperation of 
the export and import bureau of the Chamber of Commerce, 
the Baltimore Propelier Club, the Baltimore Steamship Trade 
Association, the Export Managers’ Club and the Baltimore Pas- 
senger Association in staging a foreign trade night at the Lord 
Baltimore Hotel December 3. Dinner will be served. Harry 
Tipper, executive vice-president, American Manufacturers’ Ex. 
port Association, New York, will speak on “The Value of Trade 
Agreements.” Henry F. Grady, chief, trade agreements section, 
Department of State, Washington, D. C., will be the guest of 
honor. The Baltimore and Ohio Glee Club will furnish enter- 
tainment. P. E. McIntyre, western traffic manager, International 
Mercantile Marine, Chicago, will be toastmaster. The club has 
recently added 73 new members. 


Chauncey B. Hammond, special representative, passenger 
department, Erie Railroad, Elmira, N. Y., will be the speaker 
at a dinner meeting of the Miami Valley Traffic Club at the 
Van Cleve Hotel, Dayton, Ohio, December 5. At this meeting a 
vote will be taken on a proposal to ratify the resolution opp0s- 
ing the Wagner bill adopted at the Indianapolis meeting of the 
Associated Traffic Clubs of America. 


The South Bend, Ind., Traffic Club sponsored a dinner No- 
vember 14, in Notre Dame Hall, in honor of the completion 
of fifty years of service with the Studebaker Corporation of 
George M. Sherman, traffic manager. There were 676 at table. 
George A. Blair, general traffic manager, Wilson and Company, 
Chicago, was toastmaster. Speeches were made by George M. 
Freyermuth, mayor of South Bend; Rev. Hugh O’Donnell, C. 8. 
C., vice-president, University of Notre Dame; F. B. Houghton, 
vice-president, A. T. & S. F., Chicago; Nat Duke, retired vice- 
president, D. L. & W.; James Webster, retired vice-president, 
New York Central; James E. Gorman, trustee, C. R. I. & P.; 
H. W. Beyers, vice-president, Chicago and North Western; W. A. 
Kittermaster, general freight agent, Canadian Pacific; George L. 
O’Brien, President, O’Brien Varnish Company, and Mr. Sherman. 


The annual dinner of the Cincinnati Traffic Club will be 
held at the Netherland Plaza Hotel February 11, 1936. The 
speaker for the event has not as yet been selected. The club, 
in conjunction with the Cincinnati Chamber of Commerce, will 
sponsor a luncheon for the members of the Ohio Valley Trans 
portation Advisory Board at the Gibson Hotel December 10. 
J. B. Hill, president, Louisville and Nashville, will speak 00 
“Have the Railroads Failed?” The club wiH hold a_ buffet 
luncheon dance at the Netherland Plaza Hotel December 7. 


The Norfolk-Portsmouth Traffic Club will hold an outing and 
Christmas party at the Cavalier Hotel, Virginia Beach, V@. 
December 14. There will be golf and swimming in the after 
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Trucks pick up the freight... ... and rush it to the “Overnight.” She’s off through the night! 





Waybills are flashed ahead by teletype. Just after sunrise the “Overnight” roars in... ... and fast trucks deliver the freight. 
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hoon, and dinner and dancing in the evening. Arrangements are 
in the hands of a committee of which J. B. Ashby, W. B. Jester, 
H. C, Mitchell, John A. Moore, C. E. Fuller and F. H. Wilson 
are members. 


The meeting of the Motor City Traffic Club of Detroit 
forum, scheduled for November 28, has been set forward to 
November 25, 


The annual dinner dance of the San Antonio Traffic Club was 
held at the Blue Willow Inn November 16. There was a program 
of entertainment: The following officers were installed: 
President, J. D. Whitman, general agent, A. T. & S. F.; vice- 
president, C. F. Bauer, manager, California Packing Sales Cor- 
poration; secretary-treasurer, Clyde A. Willingham, traveling 
freight agent, Southern Steamship Company; sergeant-at-arms, 
Ray W. Sager, soliciting freight agent, C. R. I. & P.; members of 
the board of directors, Tom M. Bertch, traffic manager, San 
Antonio Machine and Supply Company; Fred L. Booth, general 
maneger, Universal Carloading and Distributing Company; 
George Crank, district freight agent, Pennsylvania Railroad; 
O. S. Garrett, general agent, Missouri-Kansas-Texas Lines; Jac 
Gugenheim, Gugenheim-Goldsmith Company; Ross Lovelace, 
traffic manager, Collins Company; R. V. Dover, traffic manager, 
San Antonio Freight Bureau. 


At a meeting of the Women’s Traffic Club of Los Angeles 
in the rooms of the Los Angeles Transportation Cl1b November 
20, Stanley Mattoon, Anderson-Mattoon Company, explained the 
operations of the sea-train and exhibited pictures of it. The 
club is planning a Christmas party. 


Personal Notes 


James E. Hannegan, railroad tariff expert and former chair- 
man of the Southwestern Passenger Association, died November 
14 at St. Louis. 

Verne Elliott has been appointed trainmaster, Stevens Point 
Division, at Stevens Point, Wis., and William H. Clausen, train- 
master, Wisconsin and Peninsula division, at Gladstone, Mich., 
for the Soo Line. 

George W. Cushing, traffic manager, United States Smelting, 
Refining and Mining Company, Salt Lake City, Utah, will retire 
December 1. He will be retained in a consulting capacity. Aldon 
J. Anderson has been appointed to succeed him as traffic man- 
ager, and A. E. Margetts has been appointed assistant traffic 
manager. 

M. C. Fitzgerald, retired, former traffic manager for the 
General Electric Company, died at Schenectady, N. Y., Novem- 
ber 11. 

Lloyd E. Butler, formerly general traffic manager, Chicago, 
North Shore and Milwaukee, has been appointed a member of 
the auxiliary committee of the Central Freight Association, at 
Chicago. He succeeds F. R. Garrison, who retired. Richard S. 
Amis has been appointed to succeed Mr. Butler as general 
traffic manager of the C. N. S. & M. 

C. I. Hufford has been appointed general agent for the Great 
Lakes Transit Corporation, at Chicago. 

A. G. Anderson has been appointed general freight agent, 
and J. J. King, assistant general freight agent, for the Akron, 
Canton and Youngstown and the Northern Ohio Railways, at 
Akron, Ohio. S. J. Witt, former traffic manager of those rail- 
roads, has resigned. His position has been abolished. 

W. H. Barrett has been appointed auditor of passenger ac- 
counts for the Florida East Coast, at St. Augustine, Fla. 

The Nickel Plate Road has announced the following appoint- 
ments: W. J. Courtney to be assistant general freight traffic 
manager, B. A. Gaetz to be general freight agent, and L. Gal- 
lagher to be assistant general freight agent, all with headquar- 
ters at Cleveland. 

The C. M. St. P. & P. has announced the following appoint- 
ments: A. E. Gist to be traveling freight and passenger agent, at 
Spokane, Wash.; J. C. Paige to be traveling freight and passenger 
agent, at Seattle, Wash.; H. D. Collingwood to be city freight 
agent, at Spokane, and R. M. Fields to be division freight and 
passenger agent, at Butte, Mont. 

Hubert B. Smith, associate transportation economist on the 
staff of Colonel R. S. Thomas, corps of engineers, United States 
Army, has been transferred to the foreign trade zone board of 
the Department of Commerce, at Washington, D. C. He was for- 
merly general traffic manager of the Mississippi Valley Barge 
Line. 
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Thomas B. Montgomery, retired formerly eastern freigh 
traffic manager for Northern Pacific at New York, died at Ne 
York, October 20. 


RECEPTION FOR CASKIE 


A reception for Commissioner and Mrs. Caskie was giv 
by the In-Com-Co Club of the Interstate Commerce Commi: 
sion the night of November 18 in the large auditorium betweq 
the Commission and Department of Labor buildings. 

Examiner Macomber introduced Mrs. Caskie and the ney 
commissioner. In responding, the latter remarked he had beg 
referred to as the “baby commissioner” but that since he had 
become a member of the Commission he had become a gran. 
father and that Commissioner Meyer, the senior member of 
the Commission, was the only other grandfather on the Con. 
mission. 

There were movies and refreshments. Mack Myers, of the 
Bureau of Service, presented to M. L. Brownell, of the Bureay 
of Valuation, who won the In-Com-Co golf tournament in Sep 
tember, the practitioners’ golf trophy for 1935. 


Digest of New Complaints 


No, 27214, Los Angeles Union Stock Yards Co., Los Angeles et al, 
vs. C. M. St. P. & P. et al. 

Rates, live stock, points in Mont. to points in Calif. in violation 
of sections 1, 4 and 6. Ask new rates and reparation. (B. Elwin 
Bishop, traffic counsel, 4549 Produce Plaza, Los Angeles, Calif.) 
. 27215, Carlisle Tire & Rubber Co., Carlisle, Pa., vs. Pennsylvania. 

Rates, crude rubber, New York to Carlisle in violation of sec- 
tions 1 and 3, the undue preference alleged being for competitors 
at Conshohocken, Pa., and Cumberland, Md. Asks _ reparation. 
(William H. Neely, atty., 902 Mechanics Trust Bldg., Harrisburg, 
Pa.) 

. 27216, Louisville Live Stock Exchange et al., Louisville, Ky., vs. 
Alton et al. 

Rates, feeder and stocker live stock, from western territory to 
Louisville in violation of sections 1, 2 and 3, the undue preference 
alleged being for points which receive feeder and stocker cattle 
shipments on rates less than those on ordinary live stock such 
as are imposed on traffic to Louisville; rates also alleged, in 
some instances, to violate section 4. Ask new rates and repara- 
tion. (Adolph S. Montgomery and W. Gaston Coke, presidents 
of complainang organizations, Bourbon Stock Yards, Louisville, 
Ky.) 

27217, Balfour, Guthrie & Co., 
C. Mm. & F & P. 

Demurrage collected from some of complainants and demanded 
of others for detention of cars while the dock strike was in 
progress at Portland, Seattle and Tacoma, in 1934, a’leged to 
be in violation of sections 1 and 6, the detention being alleged to 
be due to the “vis major’’ created by the riots and strikes. Ask 
for a rule that will hereafter exempt consignors and consignees 
from liability for demurrage for detention of cars, the proximate 
cause of which detention is vis major in the form of riots or 
strikes, such as the Commission may deem reasonable and just, 
and reparation. (William C. McCulloch, atty., 1016 Spalding Bldg., 
Portland, Ore.) > 


. 27148, Sub. No. 3, Amsterdam Coal Co., Inc., et al., Amsterdam, 
N. Y., vs. D. L. & W. et al. 

Rates, anthracite coal, points in Pa. to Amsterdam and other 
points in Montgomery county, N. Y., in violation of section 1. 
Ask new rates and reparation. (Earle H. Bogardus, practitioner, 
109 Swan St., Scotia, N. Y.) 

27220, Norge Corporation, Long Island City, N. Y., vs. 
Island Railroad Co. 

Rating, rates, and charges, electric househo!d refrigerator ma- 
chines, Muskegon, Mich., to Long Island City in violation of sec- 
tion 6. Complaint alleges that from avproximately March 1, 1931, 
to date a dispute has existed between plaintiff and defendant 
concerning the proper description of the commodity shipped, and 
also the proper class rate to apply; and that much litigation in 
the courts has already occurred, and that many suits are still 
pending. Asks an order requiring cancellation of alleged under- 
charges. (Frederick B. Wieland, practitioner, 111 John St., Bor- 
ough of Manhattan, N. Y.) 

. 27271, investigation of the New York, New Haven & Hartford 
Railroad Co. 

Inquiry instituted by the Commission into and concerning the 
history, management, financial and other operations, accounts, 
exrenditures of carrier funds in other than its common carrier 
operations, and practices of that carrier to determine the man- 
ner in which the business of the company has been conducted 
with a view to making of the report and such order or orders as 
may be appropriate. 

. 27218, Dorothy C. Black, trading as Bisceglia Brothers, Inc., Phila- 
delphia, Pa., vs. Alton & Southern et al. ; 

Rates, wine, in tank cars, points in Calif. to points in Phila- 
delphia, in violation of section 1. Asks reparation. (L. V. Brandt 
and AL) W. Cox, practitioners, 1018 South Wabash Ave., Chi- 
cago, 4 

. 27219, Dawson Produce Co., Tulsa, Okla., vs. A. B. & C. et al. 

Rates, citrus fruit, Lady Lake and Winter Haven, Fla., to 
Tulsa, Okla., in violation of sections 1 and 3, the undue preference 
alleged being for competitors at Muskogee, Okla. Asks new rate 
and reparation. (A. R. Dawson, Tulsa, Okla.) 

Air mail docket No. 12. Central Airlines, Inc., Willock, Pa., V*: 
Pennsylvania Airlines & Transport Co., Willock, Pa. a 
Alleges unfair practices in violation of air mail act of 1935 in 
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connection with passenger traffic between Washington and De- 
troit. Asks cease and desist order. (H. Stewart Dunn, Rose 
Bechman & Dunn, counsel, 1108 Commonwealth Bldg., Pittsburgh, 
Pa.) 

No. 27222, Shenango Pottery Co., New Castle, Pa., vs. B. & O. et al. 

Rate, sand, Wedron, Ill., to New Castle, Pa., in violation of 
section 1. Asks reparation. (L. V. Brandt and Earl W. Cox, 
practitioners, 1018 S. Wabash Ave., Chicago, IIl.) 

No, 27223, ‘see Lumber & Land Co., Marshfield, Wis., vs. A. C. & 
Y. et al. 

Rates, wood flour, from Laona, Wis., to destinations in official 
classification territory, including points in Illinois Freight Asso- 
ciation territory (except points now partcipating in commodity 
rates), since November 7, 1933, in violation of sections 1 and 3, 
the undue preference alleged being for competitors shipping from 
Pacific Coast and intermountain territories. Ask new rates and 
reparation on shipments moving since November 7, 1933. (J. W. 
Goodman, practitioner, 7062 Plankinton Bldg., Milwaukee, Wis.) 

No. 27148, Sub. No. 4, W. J. M. Huntzinger et al., Johnstown and 
Gloversville, N. Y., vs. N. Y. O. & W. et al. 


Rates, anthracite coal, points in Pa., to Gloversville and Johns- 
town, in violation of sections 1 and 3, the undue preference al- 
leged being for dealers in anthracite at Fonda, N. Y. Ask for 
new rates, the charges to be assessed on the net instead of on 
the gross ton basis and reparation. (Earle H. Bogardus, prac- 
titioner, 109 Swan St., Scotia, N. Y 

No. 27224, Swift & Co. et al., Chicago, Ill., vs. New York Central et al. 

Rates, fresh meat and packing house products, from Kansas 
City, Mo.-Kan., and South St. Joseph, O., South Omaha, Neb., 
Sioux City, Ia., Huron and Watertown, S. D., West Fargo, N. D., 
St. Paul and South St. Paul, Minn., and other points to destina- 
tions east of the Indiana-Illinois state line including New Eng- 
land in violation of section 1, comparison being made between 
the rates being paid from the Missouri River points with the 
rates collected by the defendants from interior Iowa plants. Ask 
new rates not exceeding those from interior Iowa plants. (Thomas 
Creigh, for the Cudahy Packing Co., Ross Dean Rynder for 
Swift & Co., Paul E. Blanchard, for Armour & Co., Chicago, Ill.) 

No. 27225, Blount County Fruit & Truck Growers’ Association, Mary- 
ville, Tenn., vs. L. & N. et al. 

Rates, strawberries, Armona, Maryville and Madisonville, Tenn., 
to Cincinnati, Columbus and Cleveland, O., Detroit, Mich., and 
Sharon, Pa., in violation of sections 1, 3 and 4. Ask reparation. 
—) hm E. Morcroft, t. m., 212 Fruit Exchange Bldg., Pittsburgh, 

a. 


The abstracts of tariff. filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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Docket of the Commission 





NOTE—iItems in the Docket marked with an asterisk (*) hav, 
been added since the last issue of The Traffic World. New assign. 
aments now on the Commission’s docket of dates later than hereiy 
shown will not bear asterisks when they do appear. Cancellation; 
and postponements announced too late to show the change in thi; 
Docket will be noted elsewhere. 


November 25—Chicago, Ill.—Sherman Hotel—Examiner Trezise: 
1. & S. 4142—Packing-house products from Iowa to the east. 
25143—-Swift & Co. et al. vs. New York Central et al. 
?7161—-Swift & Co. et al. vs. A. C. & H. 
26970—Swift and Co. et al. vs. N. Y. C. et al. 
November 25—Pittsburgh, Pa.—Federal Bldg.—Examiner Snider: 
1. & S. 4131 and 1st sup. order—Flue lining, clay products, in off. 
cial territory. 
November 25—Helena, Mont.—U. S. Court Rooms—Examiner Disque: 
23640—Rates on petroleum and petroleum products within the 
state of Montana. (Further hearing). 
27178—Emergency freight charges within Montana. 
Monsier 25—Atlanta, Ga.—Atlanta Biltmore Hotel—Examine 
erry: 
26745—Georgia petroleum and petroleum products rates. 
November 25—Washington, D. C.—Examiner Brennan: 
23653, Sub. No. 6—Thomas S. Herbert vs. C. & O. (further hearing), 
November 26—Denver, Colo.—Public Utilities Commission—Examiner 
T. F. Sullivan: 
Finance No. 7132—Colorado & Southern Railway Co. abandonment, 


November 26—Portland, Ore.—Portland Hotel—Commissioner Aitchi- 
son: 
1. & S. No. 4136 and 1st supplemental order—Petroleum from Cali- 
fornia to Oregon. 


December 2—Washington, D. C.—Director Bartel and Examiner King: 
24050—A. Johnson, Grand Chief Engineer of Brotherhood of Loco- 
motive Engineers, et al. vs. A. C. L. et al. (Adjourned hearing.) 


December 2—Washington, D. C.—Direcor Sweet: 
* Finance No. 10882—Chicago, Milwaukee, St. Paul & Pacific reor- 
ganization. 


December 3—Washington, D. C.—Examiner W. J. Harris: 
Fourth Section Application No. 16033—Gasoline and kerosene from 
Ithaca, N. Y. 


December 3—Washington, D. C.—Examiner Shanafelt: 
27168—Inland Service Corporation vs. Southern. 


December 3—Chicago, Ill.—Morrison Hotel: 
26712—Rail and barge joint rates. 








OINE HUNDRED THIRTY MINUTES ... 


Coordinated Control Coupled With 
Modern Facilities and Equipment 


ENABLES THE 


PORT OF GALVESTON 


To Give 


UNEXCELLED SERVICE 


ROUTE VIA 
NINETY MINUTES GALVESTON FORTY MINUTES 


Trunk Line Railway Yards From Wharves 
to Wharves—Wharves to AMERICA’S PORT to the 


on Board Ship OF Open Sea 


QUICK DISPATCH 


GALVESTON WHARF COMPARY 


Established 1854 


Geo. Sealy, President 


F. W. Parker, V. P. & G. M. 
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FOR QUICK ACTION 


MARK IT 
ROUTE 
VIA PORT HOUSTON 


THE NEAREST PORT to the GREAT SOUTHWEST 


PORT 
HOUSTON 


THE LEADING PORT of the SOUTH 





At this port there are 17 public and 
18 privately owned wharves, with 
total berthing capacity of 58 vessels. 
While the public and private termi- 
nals work in harmony, yet the fact 
that these facilities are not under one 
management, insures the Shipper of 
the advantages of competitive service. 


J. RUSSELL WAIT 
DIRECTOR OF THE PORT 


SHIP THROUGH 


We solicit specific inquiries relating to 
our facilities, our rates and terms. 
Charles H. Gant, Manager 
WILMINGTON MARINE TERMINAL 


Wilmington 
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An Advertising Agency President writes— 


"We'd just as soon go back to ‘Town Crier 
Days’ as do without Ediphone Voice Writing. 





(From Edison Records of the 
World’s Business) 


The President of an advertising 
agency writes— ‘“‘Ediphones stand 
beside the desks of our account 
executives, giving each man com- 
plete dictation freedom. By this | 
mean that no one ever has to 
wait for secretarial service. At any 
hour —letters, telephone call con- 
firmations, memos, plans, confer- 
ence reports, etc., can be dictated. 
(Yes, advertising executives do a 
lot of work after 5 o'clock!) 

“Our Copy-writers and Radio- 
writers voice- 
write a lot of the 
advertising that 
youseeandhear. 
Furthermore, 
whenever ideas 
‘flash,’ they are 


(Pate 
Ediphone 





voicewritten immediately. Ideas are 
worth money in our business and, 
thanks to the ease of dictating to 
the Ediphone, none are lost. 

“The Merchandising, Research, 
Media, Forwarding, Checking, 
Mechanical and Billing Depart- 
ments use Ediphones, too. All work 
flows without duplication of effort. 

“The total averageincrease in our 
business capacity amounts to atleast 
30% — thanks to the Ediphone!“’ 

Your business is different... of 
course. But the Pro-technic Ediphone 
positively will increase your firm's 
business capacity 20% to 50%. Get 
the proof! Phone 
The Ediphone, 
Your City; or 
write direct to— 


QRANGE.NJ USA 


THE “5-POINT” DICTATING MACHINE 


DUST-PROOF 


DIGNIFIED DESIGN 


SANITARY 





TAILORED IN STEEL: “BALANCED” VOICE WRITING 
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Merchandise Storage | 


Most Modern Warehouses in 
Chicago, Kansas City and Los Angeles 
CROOKS TERMINAL WAREHOUSES: 


s Storage and Distributing of Merchandise of Every Description : 


e 
“4S COSSSSSTSSSSSSHSSSSSSSSASSSSSSSSSSSSSSSSHSSHHSSSSASSSSSSeseeseseeseseeeeseseesaeas 


Southern Steamship Company 


(Pioneer Steamship Line to Houston ) 
OPERATING FAST FREIGHT SERVICE BETWEEN 


Philadelphia, Pa.; Norfolk, Va., 


and Houston, Texas 
SAILINGS: 
From Philadelphia ....... Wednesdays and Saturday 
ain. ............aae 
From Houston to Philadelphia . Mondays and Thursdays 
From Houston to Nerfokk ..............+ Mondays 


Low Rates . Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
1360 Bread Street Station Bldg., PHILADELPHIA, PA. 


Bind your TRAFFIC WORLD 
into a permanent book 
making it a valuable 


reference 
Fine, heavy, waterproof 
buckram 


$2.25 per Volume 


BOOK SHOP BINDERY 
Official Binders 


QUAKER LINE 


and 


CALIFORNIA EASTERN LINE 


Coast to Coast Services 


Abbey. New York, Philadelphia, Baltimore, Norfolk, 
Newport News, Savannah, Jacksonville, Cristobal 


and 
San Diego, Los Angeles, San Francisco, Oakland, Stockton, Secramento, 
Portland, Seattle and Tecoma 


DAWNIC STEAMSHIP CORP. 


General Eastern Agents 
17 Battery Place, New York 
le ae AA & H Building Chicago—327 S. LaSalle St. 
ladelphie—The Bourse Pittsburgh—Gulf Bldg. 
Hp a E. Plume Street Detroit—General Motors 


Beltimore—Keyser Buildi Sav. 
Boston 33 Broed Steet Jecksonville—P. O. Box 1866 
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December 4—Washington, D. C.—Argument: 
26472 and sub. 1—Armour & Co. vs. C. B. & Q. et al. 
26107—-Fretz-Moon Tube Co., Inc., vs. B. & S. et al. 


December 4—Washington, D. C.—Examiner H. C. Lawton: 
Fourth Section Application No. 15238—Soap from New England anj 
trunk line territories—Filed by W. S. Curlett. (Further hearing) 


December 4—Port Orford, Ore—Administration Bldg. of the Port Q. 
ford Dock & Terminal Corp—Public Utilities Commission of Op, 
gon: 

Finance No. 10710—Application of Gilbert E. Gable on_ behalf y 
the Gold Coast Railroad for authority to construct a railroad froy 
Leland to Port Orford, Ore. 

December 4—Washington, D. C.—Examiner Prichard: 

* Finance No. 10922—Application of Legh R. Powell and Henry y, 
Anderson, receivers of Seaboard Air Line for authority to con. 
— a line of railroad in Highland County, Fla. (Further hear. 
ing 

December 5—Washington, D. C.—Examiner P. R. Naefe: 

Fourth section application No. 14960—Seafoods from New —a 
and Canada—Filed by F. Van Ummersen, W. S. Curlett, B. 7 
Jones, C. W. Galligan and E. B. Boyd. 

December 5—Washington, D. C.—Oral . eo 

22487—William W. Wheelock and W. G. Bierd, as receivers of the 
railways and property of the C. & A. Ry. vs. A. C. & Y. et al. 

December 5—Washington, D. C.—Examiner Shanafelt: 

1. & S. No. 4156—Wire rods westbound to Pacific Coast. 

aoe ee 6—Washington, D. C.—Oral argument: 

S. 4013 and ist sup.—Vegetable oils to, 
* southwest. 

1. & S. 4040—Vegetable oils in the south. 

1. & S. 4039 and ist Sup.—Vegetable oils bétween points in the 
United States. 

- & S&S. , 1st and 2nd Sup.—Vegetable oils to, from and within 


from and within 


* southwest. 
14150—Corporation Commission of Oklahoma vs. A. & S. et al. 


December 6—Washington, D. C.—Examiner M. Li Boat: 
Fourth section application No. 1 Sulphate of ammonia and 
ammoniacal liquor to south—Filed by W. S. Curlett. 
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| ATTORNEYS AT LAW 


HARRY C. AMES 


ATTORNEY AT LAW 
Suecesser te Keene & Ames 


Formerly Atterney and Examiner 
Interstate Cemmerce Commission 


Transportation Bldg., Washington, D. C. 


H. D. DRISCOLL 
Commerce Counsel and Attorney 
Southern Building 
WASHINGTON, D. C. 


Oklahoma City Office; Terminal Bldg. 
Tulsa, Okla., 1503 E. 27th St. 
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Practicing 
before the 
INTERSTATE 
COMMERCE 
COMMISSION 
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TRAFFIC MANAGERS 
T. J. MCLAUGHLIN Traffic 


TRAFFIC COUNSELOR 
Interstate Commerce and State Commission Cases and 
TreGtatistical Analyses Commerce 
815 Mills Bidg. 
Statistical HENRY J. SAUNDERS 
and Censulting ——, Seotiattont and 
Studies of Operating Costs ae Traffic. 
A ting and Statistical Matters. 
Analyses 644 Transpertation Bidg. Washington, D. be 


UJ 


tien Cest and 
WASHINGTON, D. C. Specialists 
Acceun' 
Cost Valuation ef Railroads 
Transporta 
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